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1. INTRODUCTION 
 
In this Pro Gradu –theses I pursue to examine the planned boulevardizations in Helsinki in the 
context of city-regionalism and land-use conflicts between municipalities. Interest conflicts 
inside regional growth machines are typical and the examination of these conflicts and their 
effects on the regional growth dynamics is the corner stone of this thesis. The boulevardiza-
tion plans have stirred conflicts between multiple different actors, but I will concentrate solely 
on inter-municipal land-use conflicts. Boulevardizations have intrigued me since I first stum-
bled across the subject in 2012 and later on, this led me to write my bachelors thesis on the 
subject as I was completing my studies at the University of Vaasa. Simultaneously the City of 
Helsinki released its plans regarding the boulevardization of some of its urban freeways, 
which gave me material to build my case upon.  
 
Years has passed and these plans of Helsinki have not been solely praised. Especially the mu-
nicipalities surrounding Helsinki have been skeptical towards these plans and have expressed 
worries about their possibly weakening commuting possibilities to Helsinki. Lately there has 
been an ongoing debate regarding the boulevardizations in the media, which ultimately led me 
to write my thesis on boulevardizations in Helsinki as well, stressing especially the conflicts 
stemming from them. The boulevardizations are based on the idea of sustainable develop-
ment, which can create tensions in city-regionalism in Greater Helsinki. The accessibility of 
surrounding municipalities has risen to be a political concern of regional growth. 
 
Land-use interest conflicts are to be treated as case-studies, where the ongoing chain of events 
is concretized and understood as a whole, which enables to analyze the conflict situation in a 
more thorough manner.  (Laine & Peltonen 2003: 81). The purpose of an explanatory case 
study is to examine how the situation or process has evolved and why it has evolved in the 
specific way it has. The focal points of interest are the multifaceted real-life causal relation-
ships and the mechanisms that are associated with them. With this in mind, I aim to answer 
these research questions: 
 
- How does sustainable development induced boulevardization plans affect the growth 
dynamics of Greater Helsinki city-region? 
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- What kinds of conflict types can be detected from the boulevardization induced inter-
est conflicts and do they produce any positive outcomes? 
 
By examining the growth machine theory, conflict theory and other theories related to the 
subject I aim to provide explanations to the detected practices and phenomena. Depending on 
the field of research, case-studies base on different methodological view points and philo-
sophical settings. The frames that the case-study sets acts as a flexible strategy that defines the 
whole research. The use of quantitative data is typical for case-studies to supplement the qual-
itative material, which allows case-studies to adventure into the space between both qualita-
tive and quantitative studies. (Eriksson & Koistinen 2005: 6, 12-13.) To answer the research 
questions, this study included 11 thematic interviews of planning experts of Greater Helsinki 
region municipalities.  
 
A qualitative content analysis was made by thematization and categorization of the gathered 
material. The first objective is to examine how the planned boulevardizations can affect the 
local growth dynamics of Greater Helsinki Region in the context of sustainable development. 
The secondary objective was to examine what kinds of conflict types can be detected from the 
boulevardization induced interest conflicts and do they produce any positive outcomes. The 
secondary objective was to examine what kind of conflict types can be detected from the 
boulevardization induced interest conflicts and do they produce any positive outcomes. 
 
In chapter two I will recount the short history of urban freeway removals and demonstrate 
what reasons led to the removals in the first place and how they were implemented. Addition-
ally, I will present three earlier cases of removals. Chapter three is dedicated to cover the case 
study of boulevardization plans in Helsinki. In chapter four I will explore the growth machine 
theory, city-regionalism in sustainable development and examine power in land-use. The sixth 
chapter is dedicated to conflict theory and how it relates to this case study. Chapter seven con-
tains the analysis and chapter eight is reserved for conclusions. The interview appendix can be 
found at the end. 
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2. THE SHORT HISTORY OF URBAN HIGHWAY REMOVALS 
 
2.1. Occurrences leading to the removal of urban freeways 
 
The demand to remove freeways from urban areas arose in the United States where the vastly 
growing percentage of car ownership had stipulated the constructing of the Interstate High-
way System, a network of controlled-access highways that forms a part of the National High-
way System of the United States. (Rose & Mohl 2012: 2–3). The Interstate System includes 
thoroughfares that pierce through major urban areas elevated, on the ground level or tunneled. 
In addition, circular freeways are built to allow traffic to bypass cities. These are connected to 
the urban core with a set of radial freeways channeling traffic to the city. (Weingroff 1996). 
Urban freeways were an essential step in the modernist urban renewal scheme and were to 
enable fast connections for urban dwellers rushing to their destinations in this envisioned city-
machine. Freeways were seen as a remedy to the increasing traffic problems and as an im-
provement to traffic safety. This doctrine for traffic planning made it possible to tear down 
multiple areas for redevelopment as a part of the urban renewal program and in many cases 
replace the edifices with freeways. (Mohl 2004: 677–678.)  
 
The residents of the areas destined for urban renewal protested the plans of replacing their 
neighborhoods or adjacent neighborhoods with urban freeways. The building of the urban 
freeways is a grand example of top-down approach in planning, as the process was half-
forced. The locals were not participated in the planning or the planned implementation, for the 
construction of the Interstate Highway System was seen as a vital national project. Urban 
freeways were centrally planned and implemented, thus officials’ resolution was not easily 
swayed by the local opinion. Afterwards as the externalities brought by the urban freeways 
started to show themselves to the locals, several interest groups rose against the planned and 
already built urban freeways. Finally this campaigning, named “The Freeway Riots”, started 
to make a difference as the first urban freeway was removed from Portland, Oregon in 1974. 
(Schrag 2004: 678–679.)  
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2.2. Impacts of the removal on traffic 
 
It has been shown that decreasing the capacity of an automobile thoroughfare can reduce the 
trips made by automobiles. Reduced number of trips equals to reduced energy consumption, 
lower levels of emissions and more economical use of traffic infrastructure. (Seattle Urban 
Mobility Plan 2008: 6A1). This widely documented phenomenon is known as traffic reduc-
tion. Instead of gridlocking the thoroughfare, systematically reducing the capacity results in 
traffic reduction as the amount of traffic adapts to the thoroughfare capacity. Studies have 
shown that not only the amount of traffic on the thoroughfare was reduced, but also overall 
reduction in traffic was detected, for traffic did not necessarily rise on alternative routes. The 
adaptability of traffic makes these results possible as other modes of traffic and alternative 
routes are used when the original one is not available. In the best-case scenario, unnecessary 
automobile trips are not done leaving more road capacity to be used for passengers that are 
not able to use alternative modes of transport, e.g. persons with disabilities. (Cairns, Atkins & 
Goodwin 2002: 14– 21.)  
 
Land use has an impact on the traffic flow. A network-like street grid is efficient when it 
comes to channeling traffic (Seattle Urban Mobility Plan 2008: 6A1.)  Instead of evenly dis-
tributing traffic in a network, expanding the capacity of a single thoroughfare tends to round 
up the surrounding traffic eventually congesting it. Other effect occurring when increasing the 
capacity of a thoroughfare is induced demand. After increasing the capacity of a thoroughfare 
by e.g. adding more lanes more users are drawn and encouraged to use it. Even users of alter-
native modes of transport might change their travel behavior and patterns favoring the im-
proved thoroughfare eventually gridlocking it. In some situations, adding roadway capacity 
can reduce the network’s overall efficiency. Thus, the expanding of capacity has induced traf-
fic. These phenomena can affect the selection of the place of residency and the location of 
services and amenities as travelling greater distances has been eased. Induced traffic equals to 
risen need of traffic infrastructure and more is built by stimulating more dispersed, automo-
bile-dependent development. This ultimately leads to worsening urban sprawl. (Litman 2013: 
3-6.)  
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Figure 1. How road capacity expansion generates traffic (Litman 2001: 4). 
 
 
2.3. Social and economic factors  
 
Numerous economic reasons have led to the removal urban freeways. One major reason has 
been the high expenditures of maintaining heavy traffic infrastructure. (The Institute for 
Transportation and Development 2012: 8). In Finland, this has been noticed as well and cop-
ing with growing costs has been proved increasingly difficult. (Ministry of Transport and 
Communications 2013: 9). Studies have shown that removing can also alleviate urban blight 
and boost economic activity of a neighborhood adjacent to former urban freeways. The re-
moval removes as well the externalities, such as emission and noise pollution, created by 
high-speed heavy traffic and abolishes the barrier created in the urban structure by a major 
thoroughfare. Adjacent areas become better and more naturally connected through risen ac-
cessibility. This increased livability of an area has many benefits. Shares of walking and bik-
ing have shown to be grown which acts as a significant health factor. Also, increased use of 
these two sustainable modes of transport creates social control, which leads to increased safe-
ty. Flows of pedestrians on the streetscape eventually increase the economic activity of the 
area. Ultimately this process can evoke interest to develop the area further, especially the land 
that has been freed under the freeway, which can lead to higher tax incomes. The other side of 
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the coin in this process can be gentrification, but this can be alleviated with inclusive housing 
programs. (Seattle Urban Mobility Plan 2008: 6A2; Cervero, Kang & Shively 2009: 48.)  
 
 
2.4. Thoughts on urban freeway removal 
 
Before implementing this urban planning policy, the pros and cons should be thoroughly 
weighed. In a logistical sense the freeways can increase the economic output of the areas that 
are serviced by them. This economic output can be vital if the city’s economy relies on indus-
trial manufacturing. In a right place implemented correctly a freeway can be an important 
piece if traffic infrastructure. (Cervero & Kang 2008: 2771.) When the traffic that has flown 
through an urban freeway is guided to smaller streets that are used by pedestrians can this 
cause problems. The removal can also drastically alter the advantageousness of a location, 
which is especially problematic for businesses that have invested in a location for logistical 
and accessibility reasons. Some businesses might benefit from increased pedestrian flow; 
some might suffer from the weakened traffic capacity for freight. These factors need to be 
balanced and weighed before removing urban freeways. Cities that rely on knowledge based 
economies are much more likely to succeed in freeway removal and have more to gain from it 
as cities leaning on manufacturing might very well indeed need their major traffic arteries for 
logistical reasons. Preferably removal should be part of a larger change in the traffic system as 
it is strategically developed into a more sustainable system. (Aditya 2014: 56; Seattle Urban 
Mobility Plan 2008: 6A2.)  
 
 
2.5. Various examples of urban freeway removal 
 
There have been various reasons behind urban highway removals and in order to have some 
perspective regarding the matter I will now introduce you to some case examples. 
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2.5.1. Portland, Oregon – Harbor Drive 
 
Portland Harbor Drive was an urban freeway the length of nearly five kilometers, which con-
nected the western industrial area and the areas south from downtown. It ran along the 
riverbank of river Willamette and had a daily usership 25 000 vehicles. According to contem-
porary traffic planning paradigm the urban freeway system of Portland was due to expansion 
that would have widened and transferred the alignment closer to the urban core of Portland. 
Year 1968 was a turning point as the plans of expansion were decided not to be followed 
through as the riverbank was planned for alternative use. A planning committee proposed to 
cover or move the highway, but evidently the time was not yet ripe to propose a removal. 
Traffic forecast showed a radical increase in usership as the officials had calculated daily 
number of vehicles to be 90 000 per day by the year 1990, which meant that the removal was 
out of the question. Tom McCall, the governor of Oregon, backed by a fair amount of the citi-
zens of Portland began to promote the removal of the freeway altogether. Finally, in 1974 
Harbor Drive was demolished and replaced by Tom McCall Waterfront Park. (Seattle Urban 
Mobility Plan 2008: 6B1–6B2.) 
 
  
 
Picture 1. Harbor Drive before and after the removal (Jaffee 2012). 
 
The negative effects of the removal were deemed insignificant. Portland’s grid-like street 
network dampened the impact on traffic and made adapting to the new situation easier as 
some of the streets turned into one-way streets. Downtown speed limits were lowered to cre-
ate a safer and more pleasant pedestrian environment. The Waterfront Park was a part of the 
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plan to develop Portland’s riverbank and in hope of increasing the city’s productivity and tax 
incomes. Prior to the removal the value of the real estate adjacent to the freeway was low, yet 
by the year 2002 its value had tripled. The area’s crime rate had sunken 65 %, which is signif-
icantly higher compared to the city’s overall decline of 6 %. (Seattle Urban Mobility Plan 
2008: 6B2–6B3.) 
 
 
2.5.2. San Francisco – Embarcadero Freeway 
 
In the 1989 Loma Pieta earthquake the Embarcadero Freeway situated on the east-coast of 
San Francisco, was damaged badly. The city officials carefully weighed three options: to 
build a new double-decker freeway capable to withstand aggressive seismic activity, to trans-
form Embarcadero Freeway to comprise only one story of lanes and to remove the freeway 
altogether. As San Francisco was known for its “Freeway Riots” the debate turned quickly in 
favor of removing the freeway. This was the most cost effective solution and aligned well 
with the plans to revitalize the waterfront. (Cervero, Kang & Shively 2009: 31–36, 38–49.) 
 
By the year 2000 the double-decker freeway was removed and replaced with Embarcadero 
Boulevard. The removal had not resulted in traffic chaos as the opposition had claimed. The 
improvements in public transport, modifications in right-of-ways and turning some of the 
streets into one-way streets dampened the impact on traffic. The boulevard was designed to 
accommodate streetcar lines and promenades to create quality pedestrian zones. The public 
transport ridership in the area rose 75 %. The vicinity of the former freeway experienced a 
significant rise in employment and safety. The area became a blooming part of the urban core 
that radiates positive effects to adjacent areas. (a/m. 2009: 31–36, 38–49.) 
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Picture 2. Embarcadero after and before removal (Macdonald 2010). 
 
 
2.5.3. Soul – Cheong Gye Cheon 
 
The Cheon Gye Cheon urban freeway was opened in 1971 in Seoul, Korea. It was built upon 
a severely polluted river that passes through the city center. The urban freeway was part of a 
plan to alleviate the traffic congestions troubling the city center and to move the focus of the 
growing population to the suburbs. Ultimately the plan failed by leading to ever increasing 
congestions as the urban structure continued to sprawl. Because of the challenging location of 
the freeway the steel structures deteriorated and eventually required replacing. This virtually 
meant removing the old freeway replacing the whole structure. Mayor Myung Bak Lee was 
elected to office in the year 2001 and one of his election promises was to rejuvenate the urban 
core. Furthermore, his aim was to develop Seoul’s traffic system and improve the city’s sus-
tainability. The removal of Cheon Gye Cheon freeway was better suited to this strategy. In 
two years, the freeway was demolished and replaced with a river park that has become an 
important recreational amenity to the people of Seoul and a prominent tourist attraction. (Cer-
vero & Kang 2008: 2772–2776, 2790–2791.) 
 
To compensate the removed freeway the city built 68 kilometers of rapid transit bus lanes on 
other major thoroughfares. Together with the buses, Seoul’s encompassing metro system 
could service the needs of commuters. The initial freeway mostly benefitted nearby commer-
cial areas with its high capacity connection for heavy traffic, but the river park and the dimin-
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ished externalities of traffic increased the livability of the adjacent areas and thus boosting the 
real estate values. Eventually the removal was beneficial commercially as well, for the river 
park allured high-income dwellers and their buying power to the area. (Cervero & Kang. 
2008: 2772–2776, 2790–2791) 
 
  
 
Picture 3. Cheon Gye Cheon before and after the removal (Gowman 2010). 
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3. BOULEVARDIZATIONS IN HELSINKI  
 
3.1. Urban structure in Helsinki 
 
According to modernist planning principles city functions, such as residential, commercial 
and industrial areas, were to be geographically separated and connected with high-speed au-
tomobile thoroughfares (Jauhiainen & Niemenmaa 2006: 43–45). This lesson was well 
learned by the Finnish urban planners. Especially the urban freeways built in the 1960’s for 
connecting the urban core and the expanding suburbs precipitated the post-war urban sprawl-
ing. In few decades, the focus of urban population moved from the initial city area to the sub-
urbs and industry followed by primarily relocating to the ring roads built to circle the city, 
arguably for logistical advantages. The commercial functions of the city carried on with the 
trend, yet not in such extensive fashion as the anterior ones. The amount of traffic increased 
rapidly as the focal point of city functions changed to more advantageous locations regarding 
the suburbs and the ring roads. This resulted in a relatively sprawled urban structure. (Laakso 
& Loikkanen 2004: 306–308.) 
 
  
 
Figure 2. The change in the geographical distribution of population in Helsinki area, year span 
1900–2012 (Loikkanen 2013). 
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3.2. Greater Helsinki and the KUUMA Region 
 
Helsinki metropolitan area is referred to as Greater Helsinki, and it consists of the following 
municipalities. The KUUMA-region municipalities are highlighted with blue. 
 
Municipality Population (2015) 
Helsinki 620 715 
Espoo 265 543 
Hyvinkää 46 366 
Järvenpää 40 390 
Kauniainen 9 357 
Kerava 35 317 
Kirkkonummi 38 220 
Mäntsälä 20 621 
Nurmijärvi 41 577 
Pornainen 5 148 
Sipoo 19 034 
Tuusula 38 198 
Vantaa 210 803 
Vihti 28 995 
Total population 1 420 284 
 
Table 1. The Greater Helsinki municipalities and their population. (Helsingin tietokeskus 
2015). 
 
 
 
Map 1. The Greater Helsinki. KUUMA-municipalities with orange. (KUUMA-seutu 2017). 
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Greater Helsinki is the largest metropolitan area in Finland and the center of business. The 
most prominent regional business sectors are IT, wholesale trade, logistics and services for 
business and finance. The total area of the region consists only 1,2 % of the land-mass of Fin-
land, however 26 % of the population and 31 % of jobs are located in the region. Greater Hel-
sinki produces 36 % of the national GDP, which was approximately 79 billion in the year 
2016. The economy of the region is a well developed service economy. (Kaupunkitutkimusta 
TA Oy.) 
 
The KUUMA-region consists of the municipalities that are located in Greater Helsinki but not 
in the capital region. These are the municipalities that are referred to as the surrounding mu-
nicipalities as they surround the Capital Region. The surrounding municipalities is a fairly 
direct translation from Finnish (ympäryskunnat). The KUUMA-region is not as much as a 
geographical concept as it is a cooperation organization formed to serve and promote the in-
terests of its member municipalities.  
 
 
3.3. The new general plan of Helsinki 
 
The general plan in Helsinki is a land-use plan formed to develop the urban structure 
throughout a longer period in a more strategic manner than detail plans and provides an over-
all view to urban development in the city. The current general plan is from 2002 and became 
legally-binding in 2007. General plans are drawn in Helsinki in intervals of ten years and the 
new general plan was approved by the city council in late 2016. (Helsingin kaupunkisuunnit-
teluvirasto 2016: 7). Based on the official population forecast, a population projection that 
predicts 600 000 new inhabitants to Helsinki region by the year 2050 was selected for the 
base of the new general plan. Nearly half of this predicted population growth and approxi-
mately 180 000 new jobs will be allocated to within the city limits of Helsinki. It is estimated 
that the population growth in Helsinki will continue to rise due to immigration and the urban-
ization mega-trend (Helsingin kaupunkisuunnitteluvirasto 2015: 175-180). 
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One of the main goals of the new general plan is to densify the urban structure in order to at-
tain agglomeration benefits and cater for the need for to create more city-like urban structure 
in the city by expanding the dense city core outwards, which is thought to be the most con-
venient way create more mixed-development urban environments. Housing demand in urban 
settings in Helsinki has been rising significantly in the last ten years. The supply of urban 
living environments that are created by dense mixed-use urban structure is in fact quite scarce 
and the risen demand has led to a sharp rise of housing prices in the down town area of Hel-
sinki. (Helsingin kaupunkisuunnitteluvirasto 2016: 8.) It is estimated that without addressing 
this issue, the prices would soon reach an insufferable level and it could create a bottle-neck 
that would hinder the economic growth of the urban area. Additionally, the city of Helsinki 
has committed to reduce greenhouse gas emissions significantly. The goal is to reduce 20 % 
of the emission level of the year 1990 by the year 2020. The goal is to become carbon neutral 
by the year 2050 and the measures to reach this goal are implemented during the new general 
plan. Now, a great deal of the land-use potential in Helsinki is situated in the vicinity of urban 
freeways and on their exclusion areas, however due to the externalities of traffic this land-use 
potential cannot be utilized. (Helsingin kaupunkisuunnitteluvirasto 2013: 70–75.) 
 
The densification of the urban structure enables to arrange better public transportation con-
nections and to better the overall service level, and enables to create more suitable walking 
and cycling environments. (Helsingin kaupunkisuunnitteluvirasto 2012a: 10–11; 2013: 10). 
The general plan strives to integrate land-use planning and transportation planning to reach a 
more holistic level of planning than the previous general plans could offer. This amplifies the 
role of the regional commuter rail traffic system in land-use planning. The general plan strives 
to increase the city’s overall public transport accessibility and to reduce the car dependence of 
the urban area. (Helsingin kaupunkisuunnitteluvirasto 2016: 7.) 
 
 
3.4. Boulevards in the general plan proposal 
 
As was established earlier, urban freeways are built to serve as high-speed motorized traffic 
corridors to improve the accessibility of the areas that they service. All of these motorways 
referred as urban freeways in this thesis are not actually freeways, but do have qualities why I 
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count them as freeways such as the barrier effect that they create in the urban structure. Usual-
ly the basic function of freeways is to connect remote areas instead of servicing adjacent are-
as. Surely the improved accessibility of motorized vehicles is certainly a gain in a high-speed 
logistical sense but urban freeways tend to create a significant barrier to the urban structure 
for other modes of transport and expose its adjacent areas to externalities such as noise pollu-
tion and emissions. Urban freeways leading to the urban core of the city divide and separate 
the urban structure into sectors and detaches adjacent neighborhoods from another, which 
ultimately are poorly serviced by the urban freeways that run through them. Interchanges and 
the exclusion areas that outline these urban freeways and take a considerable amount of land-
mass from the urban structure that could otherwise be used in other purposes, such as hous-
ing. (Helsingin kaupunkisuunnitteluvirasto, 2013: 70–72.)  
 
The new general plan aims to utilize these exclusion areas to densify the urban structure and 
expand the urban core outwards. The lack of developable land in good locations near adequate 
sustainable transport infrastructure, the rigid zoning system and difficulties of complementary 
building already sprawled areas has resulted in a situation, where building new housing for 
the growing population has proven itself increasingly difficult. (Laakso, Lautso, Rautiainen & 
Särkkä 2013: 3.)  The structural model selected for the new general plan of Helsinki is a rail 
transport network city, where the inner urban core functions as a strong urban center whilst 
other secondary urban centers are formed to complement it. (Helsingin kaupunkisuunnittelu-
virasto, 2012: 7). The commuter train network and the metro serve as trunk lines that connect 
the center to surrounding areas. A rapid tram system will be built to complement these trunk 
lines. These transverse lines will form a transportation network with the radial lines. (Hel-
singin kaupunkisuunnitteluvirasto 2013: 5–7.) 
 
By turning urban freeways to boulevards, the exclusion areas can be built into residential are-
as that fulfill the need to densify the urban structure and cater to the need to produce housing 
into an urban environment. These boulevards function as main streets for the new mixed-use 
residential areas and are equipped with ample public transportation connections. (Helsingin 
kaupunkisuunnitteluvirasto 2015b: 5–7.) The parts inside Ring Road I of Länsiväylä, 
Hämeenlinnanväylä, Vihdintie, Tuusulanväylä, Lahdenväylä and Itäväylä are planned to be 
transformed into boulevards. These boulevardizations are planned to be implemented by 
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transforming the freeways into one-level streets or by covering or tunneling. This will be de-
cided individually in later assessments. (Helsingin kaupunkisuunnitteluvirasto 2013: 17). 
 
The boulevardizations are a crucial part of the new general plan concerning the goal tackling 
the worsening housing shortage. If the boulevardizations are not fully implemented, the land-
use potential of the new general plan is significantly reduced. In this case, compensatory land-
use potential would be hard to find. According to the City Planning Department of Helsinki 
this would ultimately result in new land reservations on greenspaces or significant new land-
fills on the sea. Greenspaces are highly valued among the citizens of Helsinki and vast new 
landfills are technically and economically challenging to implement. Thus, it is unlikely that 
these could be used as compensatory land-use potential. (Helsingin kaupunkisuunnittelu-
virasto, 2016: 101.) 
 
 
Map 2. The urban freeways subject to possible removal. (Google maps). 
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Picture 4. An illustration of the complementary building enabled by the boulevardization of 
Lahdenväylä. (Kaupunkisuunnitteluvirasto 2013). 
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4. THEORETICAL FRAMEWORK 
 
4.1. Land use and the neoliberal city 
 
Since the 1970’s Keynesian economics has gradually lost its weight and neoliberalism has 
stepped forth as a significant driving force shaping the societies of the West. Neoliberalism, 
that highlights market-drivenness and effectiveness, has become influential in regional poli-
tics and governance as a result of the changes taken place in geopolitics and the world econ-
omy. (Rossi & Vanolo 2011: 72.) Eventually this has resulted in a shift from a public-
managerial city towards an entrepreneurial city where governance has been influenced by the 
corporate world managerial methods. Structural changes in the economy and globalization 
had resulted in a significantly weakened capability of manufacturing industry to employ. The-
se changes have been responded by transforming the conventions of governance into more 
entrepreneurial ones. Half-forced the local governments developed their own ways to cope 
with the structural changes of economy and industry. Eventually this led to a new era of 
boosterism in which urban areas attempt to reach growth by entrepreneurial means. 
 
The growth and development of urban areas appear increasingly as a business operation, 
which has legitimized the pursuit of growth. This priority may at times even overcome the 
needs and welfare of citizens. The shift away from the Keynesian managerial city can increase 
the risk of polarization of well-being and exacerbate disparities in the distribution of prosperi-
ty. Neoliberal ethos combined with the pursuit of growth has established itself as the busi-
ness-as-usual mode of governing. Neoliberal logic allows the pursuit of welfare only after 
growth has been institutionalized, which affects the decisions made in land use and urban de-
velopment. (Harvey 1989: 4-5, 12; Peck & Tickell 2002: 394.) 
 
Neoliberal urban politics stimulates the competition between urban areas, strives to allure 
investments, builds public-private partnerships and aims for growth instead of traditional 
managerialistic distribution of services. This phenomenon can also be found from Finnish 
urban and land use policies. Thus, government has turned into a more complex version of 
itself, governance. (Harvey 1989: 7-8; Rossi & Vanolo 2011: 81.) Neoliberalism is influential 
on the national level as well, which can be observed from the regional structure of Finland. 
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This process has been understood as the shift from the welfare state to a competition state and 
as a political resurgence of city-regions at the expense of national states. This development 
has been coined as city-regionalism. The rise of knowledge based economy and EU-
membership preceded the shift from state-led managerialistic regional development to a pro-
gram based regional policy, which emphasizes autonomic regional development that aims to 
find endogenous growth factors. As there is only a limited amount of resources and invest-
ment going around, in a competition state city-regions compete in obtaining these. (Moisio & 
Vesanen 2008: 20, 27; Jonas 2013: 295.)  
 
The neoliberalization of urban policy has indeed affected the municipal level of land use poli-
cy as well, especially through the Finnish Land-Use and Building act that came into effect in 
the year 2000 and through the realization of public property. The new Land-use and Building 
act rendered the complaints of stake-holders into the de-facto means of securing one’s assets 
in land-use as it discontinued the states need to ratify new zoning plans. This has stressed the 
utilitarian aspect of land-use. The realization of assets such as municipal real estate has been 
done partly in hope of attracting investments and boosting economic activity of the urban ar-
ea. The Land-use and Building act also enabled the use of land use agreements. With this tool 
land-use policy can be better harnessed to serve economic growth. In urban development, this 
can be witnessed from the keenness to participate construction companies in the planning 
process and their ability to influence the outcome. (Hyötyläinen 2015: 632-633.) 
 
 
4.2. Sustainable development 
 
There are three perspectives to urban regions and planning: the economy, the environment 
and equity. The urban area can be seen through economic development as a place where pro-
duction, consumption, distribution, and innovation occur and is in competition with other city 
regions. Space is seen as a commodity and the urban area itself as a consumer of commodi-
ties. In contrast to this, the environmental view understands the urban area as a consumer of 
resources and a producer of waste, somewhat of a danger to the vulnerable environment. 
Space is a sphere of green spaces and delicate ecological balance. The equity view perceives 
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the urban area as a conflict of resources, commodities and services between different actors 
within the area. (Campbell 1996: 297-298.) 
 
 
Figure 3. The sustainable development triangle (Campbell 1996) 
 
The triangle axes represent conflicts between these three different views. The property con-
flict arises from the uses of property and commodities. Each side does not merely resist one 
another, but they are in a mutually co-dependent relationship, such as land-lords and tenants. 
The resource conflict is about the exploitation of natural resources and nature itself in order to 
keep the economy flowing and the regulation of exploitation. However, the exploiters need 
the regulation in order to conserve the resources for future demand. The elusive development 
conflict represents the difficulty of balancing between these two aforementioned conflicts and 
providing social equity and environmental preservation both at once. (Campbell 1996: 298-
299.) 
 
The center of the triangle, sustainable development, can be defined as the balance of these 
three different views and goals in urban planning. However, the center can be rather hard to 
reach (a/m. 301). One might also ask, who defines what sustainable development is? Helsinki 
aspire to reach sustainable development and the boulevardization plans are manifestations of 
this process. Yet other municipal actors can perceive sustainable development differently than 
Helsinki. 
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4.3. City-regionalism as a state promoted operation in sustainable development 
 
The national state is a prominent actor in the shaping of new city-regional structures through 
neoliberal political authority and public administration. The Finnish state aspires to further 
develop itself into a transnational statehood in order to be able to increase its global competi-
tiveness through flourishing city-regions, such as Greater Helsinki that aspires to achieve 
growth by sustainable development. Jones and Moisio consider the process of city-
regionalism as a decisive moment in the internationalization of the state itself. Economic de-
velopment and public administration instruments are the manifestations of the constant geo-
political process of leveraging spatial political power of the national state over city-regions to 
generate competitive advantages. City regions have become prominent spatial bodies in the 
stately aspirations of boosting global competitiveness. Key actors in the city-regional globali-
zation processes are policy-makers, urban planners, think-tanks, mayors, i.e. that promote the 
creation of sustainable city regions. (Jonas & Moisio 2016: 1-4; 16.) As mentioned before, it 
can be argued, that the boulevardization plans are manifestations of the city-regional sustain-
able development aspirations. 
 
 
4.4. Power in land-use 
 
Planning and the implementation of plans are manifestations of power. More bluntly ex-
pressed, the use of power. The actor that can define how and why the environment and sur-
roundings are modified and developed and what kind of space is being created inexorably 
uses power. The power structures of today and the past can be seen from the urban structure 
that surrounds us. Relations of power through social control define and shape the urban fabric 
and the ways we perceive it. Social power can be approached through various theories. Com-
monly these are divided into pluralist and elite theories, which can be considered as opposing 
theories. Despite this, in explaining societal phenomena both perceive individuals and their 
actions pivotal. (Nevalainen 2004: 58, 60.) 
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4.4.1. Elite theory 
 
To understand the growth machine theory, it is necessary to view its philosophical roots and 
other theories regarding power. Growth machine theory is widely based on elite theory. The 
elite theory is based on a hierarchical view of society and is concerned with the mutual rela-
tions of the governed and the ones who govern. This setting resembles a pyramid where the 
top consists of a small influential elite and the less influential mass sits in the bottom. Power 
is seen to be concentrated to the few contrary to the pluralist view. However, there are differ-
ent takes on elite theory. (Judge, Stoker & Wolman 1995: 35.) The ruling class is composed 
of influential economic, politic and societal groups that operate through formal political chan-
nels or operate in the background manipulating the formal politics. These urban elites can 
determine the course of development, have close relationships and have a high degree of over-
lap between organizations. (Nevalainen 2004: 60; Judge, Stoker & Wolman 1995: 35). 
 
 
4.4.2. Pluralism 
 
Elite theory and its “children” such as the growth machine theory are not the only way to as-
sess power in society. According to Majoinen (Nevalainen 2004: 63), contrary to the elite 
theory, in pluralism power is distributed to multiple groups that simultaneously operate in 
politics. Pluralist theory argues that these groups have access and resources needed to achieve 
power, and political outcomes reflect this division of power. Pluralism views power as hori-
zontally dispersed and expanding farther than the formal forms of power. No group is alone in 
power, rather multiple groups that struggle over it. Pluralism can be seen as consensus politics 
as it emphasizes the compromises made between groups in decision-making. According to 
pluralist view a municipality or a similar organization can be seen as a part of a local or re-
gional system rather than an independent actor. As stated by Majoinen (a/m. 63) central to 
pluralism in analyzing the use of power is to examine what kinds of relations of influence are 
constructed and how they function and serve the intended goals. 
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4.4.3. Regime theory 
 
Regime theory has its roots in pluralism and is considered a powerful tool in understanding 
the changes urban areas are going through (Judge, Stoker & Wolman 1995: 54). As well as 
the growth machine theory, regime theory is based on the concept of growth coalitions. Ac-
cording to the theory, local power manifests itself in an urban area as an urban regime. These 
ideological, cultural and historical regimes, as well as Molotch’s growth coalitions, seek to 
achieve economic growth of the local urban area. Local governing acts as a catalyst taking the 
role as an enabler of growth by generating a pro-growth atmosphere. The focal point of inter-
est is not in “who governs” rather than in “who has the resources to act and to achieve the 
goals pursued”. (Nevalainen 2004: 64.)   
 
Stoker & Mossberger (1994: 812-813) claims that regime theory can be used to define inter-
dependencies between public and private actors and the organizing and complexities of these 
interdependencies. These networks of power and interdependencies are remarkably complex; 
thus, the causal connections can be challenging to define. Pluralistic power is per se under-
stood as fragmented, which leads to a formation of public-private regimes. The resources of 
public and private are complementary; public actors have plenty of political legitimacy to 
govern and private actors have capital to fund and stimulate economic activity. For admin-
istration to be efficient it must cooperate with various actors and parties and spur cooperation 
between the aforementioned. This cooperation builds up regimes that usually are longer-term 
relationships instead of partnerships formed for short-term goals. The power of coalitions is 
indirect; thus, the use of power occurs through indirect interaction and cooperation agree-
ments. (Judge, Stoker & Wolman 1995: 58).  
 
Stoker & Mossberger (a/m. 825-826) distinguish three different categories of regimes. Organ-
ic regimes are typically formed in smaller towns and suburbs. The motive for their operation 
is to preserve the local circumstances and interdependencies, ergo status quo. Instrumental 
regimes instead have a more short-term aspect to them, as these are project oriented. The coa-
lition is formed to accomplish specific goals, which are not formulated in considerable con-
sensus, but are actualized in feasible manner and bring substantial gains. The third, symbolic 
regime, aspires to change the local image and ideology. This is common to cities that operate 
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in global networks and are eager to maintain or improve their position in this operational en-
vironment. To create mutual understanding are symbolic “building blocks”, such as the com-
petition metaphor, used to steer public opinion of the local community. The local community 
and its actors are mobilized to pursue the desired goal. 
 
 
4.4.4. Growth Machine theory 
 
The growth machine theory is based on elite theory and is also closely related to regime theo-
ry. In his article The City as a Growth Machine: Toward a Political Economy of Place, Har-
vey Molotch strove to explain the transition cities of the United States were going through in 
the 1970’s and describe the reasons for their pursuit of growth. His aim was to understand the 
actions of growth coalitions that consist of individuals such as landowners, land managers and 
other parties benefitting from land use. These groups of power elites strive to expand their 
influence and grow their fortunes. Actors in these groups can be officials, politicians, land-
owners, construction companies, local media, etc. These actors share an interest in local 
growth for it is beneficial to them and to their operations. Their main goal is to attract invest-
ments and capital to the urban area. (Molotch 1976: 1-2.) The growth machine theory refines 
elite theory with a focus on urban economy and pays a special attention to the actions of indi-
viduals. Special points of interest are the possibilities to change the physical environment and 
surroundings by individuals according to power relations. According to Molotch, the deci-
sion-making mechanisms always function for the benefit of the elite. Appreciation of ex-
change values over use values result in income redistributions to the elite and its associates. 
(Judge, Stoker & Wolman 1995: 43-44.)  
 
Land parcels represent the interests of landowners, or other individuals that benefit from land 
use, and urban areas are seen as collections of these interests. Thus, it is beneficial to parties 
with similar goals to form a growth coalition and commit to strategic cooperation. Although 
the ultimate pursued goal might vary, the cooperation is profitable. (Molotch 1976: 2-3) For 
instance, multiple municipalities could lobby through the local regional council for a rail con-
nection on a higher level, yet on a lower level they might argue over the alignment of the rail-
road and try to make it as beneficial to a certain lobbying municipality as possible. The main 
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function of growth coalitions is to persuade the state level public administration to direct 
measures and funding to the region in order to boost the attractivity of the area regarding in-
vestments. Growth coalitions can be formal or informal, such as administerial consortiums or 
local interest groups that compete against one another over limited resources that can be used 
to draw growth factors to their area. (a/m. 2-3.)  
 
The growth machine theory can be viewed from different levels of regional economics as the 
micro economical point of view concerns the actions of different actors. According to 
Anttiroiko & Laine (2011: 25-26), there can be found as well a meso-level approach to the 
growth machine theory, which deals with urban areas and cities, and their competition against 
each other’s in the global economy. (Jonas & Wilson 1999: 254-255).  
 
 
4.5. Commodification of places 
 
Rentier class, that functions as a driving force in growth machines, can be summarily de-
scribed as actors that derive a monetary return from property holdings. Rentier business inter-
ests were further elaborated by Logan and Molotch. Rentiers, such as realtors and developers 
pursue exchange value from land parcels, which is the opposite from the “end-users” of these 
areas. These actors, such as environmental activists favor the use value of these land parcels. 
Thus, urban politics can be seen as a strife between rentiers and residents, or exchange and 
use values. (Logan & Molotch: 1987, 2, 215, 162, 187). This all relies on the concept of 
commodification of places and accumulation wealth through places, which is operationalized 
through Marxian references of exchange value and use value. The wide category of residents 
are foremost interested in the use value of places and conversely organizations, political coali-
tions and other influential individuals that form a local growth machine are more inclined 
toward exchange values. There are particular type of actors in the center of the commodifica-
tion of places: the place entrepreneurs. (Rodgers 2009: 8.) 
 
The place entrepreneurs can be understood as modern rentiers, which can be divided into 
three different categories. The first one are the place entrepreneurs that gain their land posses-
sions through chance-situations, such as inheritance, which are rather passive in property de-
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velopment. They merely collect rents or sell their property. The second type is more active in 
their land ownership and possess an understanding regarding urban change real estate mar-
kets. The most important type is the third one, the structural speculators. These place entre-
preneurs intervene in the decision-making, regulation and investments that affect their hold-
ings. Their goal is to generate suitable conditions regarding the value increase of their posses-
sions and are often embodied by organizations capable of doing targeted efforts at influencing 
decision-makers. This type of rentiers are the most capable of forming the center of different 
political coalitions that usher urban growth. (Rodgers 2009: 10.) 
 
Rentier class cannot change things acting on its own, for it needs the aid of different allies. 
Local politicians are inclined to act according the search for urban growth, as they are quite 
influential what it comes to local land-use and are interested in staying in power. Secondly 
local media can be pro-growth for their own advantage and can make a huge impact in local 
opinion forming what it comes to growth. In addition, there are such as public transportation 
agencies, that can have mediating role. These actors form the core of the growth coalition it’s 
influence extends to a larger sphere of allies, such as small retailers, universities, etc. (Rodg-
ers 2009: 11-12.) 
 
 
4.6. Contemplations on growth 
 
Growth coalitions seek to legitimize growth with the possible benefits that may take place as 
growth occurs, such as the increase of employment and tax revenues. However, the invest-
ments made by a city to attract new inhabitants, businesses and industry are paid by the inhab-
itants and other actors that are already located in it, not by the newcomers. On the other hand, 
with these newcomers the city can intensify and optimize the usage of infrastructure if un-
derused. Additionally, if the new development is located on the urban fringe it can require 
considerable investments on the infrastructure itself, which can weaken the benefits gained on 
the regional level. And of course, if the expectations for growth are not materialized, the in-
vestments made can prove to be quite expensive to the local economy. (Logan & Molotch 
1987: 86-87.) 
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The situation where an urban area decides to carry out extensive investments to attract further 
ventures and ultimately failing in this leads to what known as the “infrastructure trap”. Use-
less investments, such as constructing additional lanes and thoroughways for a planned logis-
tics center that unfortunately is left unbuilt, is a strain for the urban economy. (a/m. 86-87.) 
Similar is the edifice complex that portrays the situation in Detroit, Michigan. The pursuit of 
growth lead to investing in buildings and structures, such as the Renaissance Center and the 
People Mover, instead of human capital. The reason for this was to display the dynamicity ja 
pro-growth attitude of Detroit to the rest of the world. Ultimately these investments to edifices 
proved be a burden, as the infrastructure is left unused. (Glaeser 2011: 61-62.) All in all, all 
growth is not good growth. The social, cultural and economic impacts of projects should be 
thoroughly weighed and analyzed beforehand (Logan & Molotch 1987: 88). 
 
 
4.7. Jobs 
 
The local creation of jobs does not necessarily mean an increase in the absolute number of 
jobs, at least not in respect of the growth machine theory. At least according to Logan & 
Molotch (a/m. 89-90, 94) the growth of employment is based on macro-economic reasons 
instead of local growth. Thus, urban areas can only compete over the matter of the geograph-
ical location of the generated jobs instead of actually generating them themselves. Typically, 
the local unemployed are not necessarily employed to these generated positions; instead the 
urban area begins to attract workforce equipped with the skills and education required, thus 
growing the population. This can be described as a chair game played by different urban are-
as. Because of this migration flow the housing costs can begin to rise, which can dampen the 
gains received of the average consumer from economic growth. Especially the population of 
Helsinki is growing sharply due to the influx of population moving to the major and to some 
of the middle-sized cities in search of employment opportunities. This has been seen by some 
as a problematic situation in respect of rural areas of Finland, and even accusations of ideo-
logical centralizing have been made (STT 2012). However, it seems that Logan & Molotch 
did not consider the increased productivity of population growth and densification. It is highly 
arguable, that this increased productivity creates new jobs instead of merely drawing them 
from other locations. Geography matters. 
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4.8. Socioeconomic impacts of urban growth 
 
The socioeconomic impacts of urban growth are not unambiguous. It has been noticed that 
(Logan & Molotch 1987: 93-95) growth can exacerbate socioeconomic disparities as real cap-
ital continues to concentrate in the hands of few and the demand for housing and land increas-
es. As land values continue to rise the initial inhabitants may have to relocate into a more re-
mote location regarding to the urban core, which subsequently increases their daily travel ex-
penditures. The concentration of economic gains is problematic indeed, especially as returns 
from real estate have risen in a strong pace. According to Matthew Rognlie (2015: 17-18) 
capital accumulates to land and property owners as the land and housing costs keep on rising, 
which exacerbates the economic situation of tenants and prospective house buyers and accu-
mulates wealth to the rentiers. The depreciation rate of real estate is slow to none, therefore 
the returns from real estate is steady and accumulating further. Thus, housing policy in the 
future will have an increasingly significant function in egalitarian wealth distribution, espe-
cially in the wake of neoliberal urban policy. 
 
 
4.9. Critique 
 
Growth machine theory has been criticized particularly among geographers and regarded as 
poorly theorized. The original theory was not based on original research but rather on a syn-
thesis of many previous studies, which often had contrasting agendas.  The biggest issue has 
been the central importance of land property. Marxian writers critique the fact the distinction 
between use and exchange value, for the resident class can pursue exchange values as well, 
instead of merely battling the growth coalitions. Also, the constitution of property markets is 
ever changing and they have become more complex and global. The growth machine theory 
does not address the rise of the creative class or other contemporary phenomenon. Equally for 
example gender, security and ethnicity issues are left from the picture, as the human agency 
was not backed by a clear methodology. (Rodgers 2009: 14-16.) 
 
Another lack regarding the theory is the inherent difficulties in the international application of 
the theory, although I found the core of the theory to be rather easily to be applied to Finnish 
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context. This might have been different in the 70’s, for the neo-liberal ethos has landed in 
Finland significantly later here than it had in the United States. In addition to the accusations 
of lacking international applicability and poor theorization, it is suggested that the theory dis-
regards the multi-scalar nature of urban governance, ranging from regional, national and su-
pra-national levels. The final area of critique is centered on local attachment. Most studies 
portray simplistically connections between local feeling and political elite projects and this 
may require more theorizing. (Rodgers 2009: 16-18.) 
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5. CONFLICT THEORY 
 
5.1. Definition of a conflict 
 
In their literature review Wall and Callister (1995: 517) defined conflicts as processes, where 
an actor experiences that the other party or multiple parties involved in the process seek to 
hinder its attempts to achieve a goal or otherwise seeks to negatively affect its interests. This 
initial setting is mandatory for a conflict to form. According to Daniels and Walker (2001: 28) 
conflicts actualize from “conflict situations” that are formed from following factors: 
 
• A detected incompatibility of goals or disagreement 
• Differing goals or interests 
• More than one actor that is dependent on other party’s actions 
• Reasons for rivalry or cooperation 
• Interaction 
• Strategic behavior and decision making 
 
Essential in this interpretation of conflicts is the mutual dependency of the parties involved, 
which implies that at least one of the actors involved has an opportunity to influence the pos-
sibility of goal achieving of other parties. However, a mere contradiction of interest is not a 
sufficient premise for a conflict to form. The forming of a conflict demands the use of power 
over other parties. This means that from studying conflicts can certain levels of different ele-
ments be found that apply to the defining of societal conflicts as well. From the first level can 
basic societal contentions be found, such as environmental issues and confrontations arising 
from exploiting natural resources. The second level consists of long-lasting disagreements of 
different parties, the third level consists of conflict episodes such as individual conflict situa-
tions and the fourth level consists of disagreements of the parties involved. (a/m. 28.) 
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5.2. Conflicts as processes 
 
The examination of conflicts as processes occurring over a timespan is needed to fully under-
stand them (Peltonen & Villanen 2004, 7). In the study of conflicts the process aspect has 
been modeled in different ways to explore the temporal progress of a conflict. In one his piv-
otal classics Louis R. Pondy’s attempted to combine the structural factors of the conflict, the 
involved actors’ individual factors relevant to the conflict and the conflict process’s outcomes 
as an individual chain of events. Pondy (Lewicki, Weiss & Lewin 1992: 212) divided con-
flicts into five different phases: 
 
1. Circumstances prior to the conflict 
2. Latent conflict 
3. Perceived conflict 
4. Manifest conflict 
5. Conflict aftermath 
 
Such phasing of conflicts has molded into a potent approach in conflict theory. This model 
has been supplemented with phases concerning the aftermath of a conflict such as conflict 
settling, mediation and concluding (Peltonen & Villanen 2004: 8). 
 
Additionally, Wall & Callister (1995: 516) have simplified this approach and separate the 
conflict process into three distinct phases: the situation preceding the conflict, the manifest 
conflict process, the conflict aftermath and the long-term consequences of the conflict. The 
aforementioned understood that the process is cyclic, where the past conflicts can one way or 
another affect the formation of a future conflict if the parties involved face one another in 
similar circumstances. 
  
 
Figure 3. Conflict cycle (Wall & Callister 1995: 516). 
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Slowly changing cultural and structural dimensions set the boundaries of operation in a con-
flict. In other words, conflicts in Finland might play out differently than in other countries 
with different legislation and culture. The process aspect in conflict theory enables to combine 
different explanatory factors, such as structural factors, actors and micro and macro factors 
into the same picture. Similarities from the segments of the process can be detected and from 
the similarities can different “genres” of conflicts be formulated. The process aspect works as 
a dynamic view of the temporally changing situation, where every involved party has an in-
fluence on the progression of the conflict. However, if structural regularities are overlooked 
can the separate conflict processes begin to seem unique diminishing the explanatory potency 
of the process model. (Peltonen & Villanen 2004, 9.) 
 
Conflicts tend to end or simmer down one way or another. Occasionally negotiations can end 
in a mutually beneficial agreement, sometimes can the conflict escalate into legal proceedings 
and the conflict ends in a court settlement. At times the conflict ends in “war fatigue” when 
one party has depleted its resources or simply gets tired of the conflict process. (Peltonen et 
al. 2006, 44-45.) 
 
 
5.3. Communicative and agonistic planning 
 
The Land Use and Building Act obligates to prepare land-use plans in a participatory manner 
with actors that can affected by the plans. These actors must be able to follow the planning 
and to have an influence on the outcomes. This is seen as a benefit to residents and planners 
as residents of the area can express their values and preferences and the planner can acquire 
valuable information of the planned area. Political decision making always contains interest 
and value choices. Possible value and interest differences are easier to mediate if the actors 
involved are participated in the planning process from the beginning. (Tulkki & Vehmas 
2007: 10–11.) 
 
This communicative planning, which is based on communicative interaction, stems from Jür-
gen Habermas’s thoughts on language and rationality. According to Habermas (1990: 134-
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138) society is built upon a lifeworld where actors pursue social cohesion and better quality of 
life. All human action and thus political space should be based upon open and free discourse. 
In order to plan in a universally beneficial mean, involved actors must understand one anoth-
er. In communicative planning, different life worlds encounter the realities of planning. Ac-
cording to Patsy Healey (1992: 147-150) the core of communicative planning is cooperation 
in planning, so that it is possible to plan meaningful environments through mutual understand-
ing and participation and instead of merely discussing technical and economic matters, also 
feelings and values need to be taken in account in planning.  
 
Communicative planning has received critique, as the life worlds of different actors and their 
resonance with reality can differ quite drastically. Communicativity and confrontation are the 
essence of Jean Hillier’s agonistic planning theory, where the political confrontations and 
different point of views are made visible. The thought of a mutual and objective living world 
is left behind as a basis for planning. Instead of reaching consensus, the center of attention is 
to reach appropriate atmosphere for discussion so that conflicts can be handled. (Rissanen 
2012: 11-12). 
 
According to John Pløger conflict is immanent to planning, especially when practiced within 
a pluralistic and multicultural society. The Habermasian search for consensus by communica-
tive process has not been an efficient way to solve interest differences in planning. The idea 
of mutual living worlds and mutual understanding and the idea of communicating our way 
through interest problems are grand and have given us much. Especially the idea of involving 
all interest parties has greatly changed the planning process in Finland. The communicative 
planning theory has indeed been subject to a great deal of criticism lately. (Pløger 2004: 75) 
 
John Pløger advises us to forget the mutual living worlds and embrace the differences. Also, 
he argues that to truly reach agonism we must see different contentious actors as adversaries, 
not as enemies in strife. What is the difference then? Strife is according Pløger “the expres-
sive form of agonism, and essential to disputes about words said and written, and therefore to 
meaning, schemes of significance, interpretations and discourses in play.” Or as I understood 
it, the manifestation of agonism, the state of interfering interests as concrete words and ac-
tions.  
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According to John Pløger (Pløger: 2004: 90) to introduce actual agonism in the planning sys-
tem civil have to develop “the art of strife”. It is important that planners and politicians are 
aware that their discourse on empowerment is lacking what it comes to how people can have 
an effect on their lives and surroundings. People’s capacity to manage their lives is related to 
their feeling of having power over it. Democracy should be viewed as agonism, which leads 
us beyond the friend-enemy opposition. When the participants that heavily disagrees with one 
another or do not understand each other points of view, the ones involved should be seen as 
adversaries that have much to learn from each others.  
 
 
5.4. Land use conflicts 
 
In land use planning differing interests and valuations that are directed to land resources are 
common due to the limited extent of land as a commodity. The differing desires of different 
actors, such as inhabitants, institutions and organizations, related to land use may cause inter-
est disputes that are prerequisites to land use conflicts. In the current Finnish land use plan-
ning system, the act of appealing a zoning decision are the primary lawful means of hindering 
or obstructing undesired actions of other parties. Thus, land use conflicts are processes where 
differences of interest escalate into to disputes that are characterized with strategic behavior of 
the parties involved. These processes consist of differing interest and valuations directed to 
land resources, actions that are intended to hinder the activity of other parties, the understand-
ing of other parties that their activities are subjected to obstruction and the possible gridlock-
ing of the conflict. (Peltonen & Villanen 2004: 9-10.) 
 
As the conflict is formed and the parties involved have acknowledged the situation, are dis-
tinct frontlines and confrontations built up. The earlier the parties involved have locked their 
point of view the harder the situation is to resolve with compromises and participatory plan-
ning. This concern should also be taken into account when presenting the plans for possible 
land use, as overly completed plans can gridlock the planning process. Overly completed 
plans in the beginning of the process can be understood as the only possible outcome of the 
planning without any leeway. (Peltonen & Villanen 2004: 9-11.) 
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Land use conflicts can be perceived as special cases of environmental conflicts, where rela-
tions of power, tensions between different societal interests and tensions between different 
administerial sectors manifest themselves. The environmental aspect in land use conflicts is 
apparent as they emerge in situations where plans and projects might subject the environment 
to changes. Regional growth is often justified with the concept of common good, which in-
cludes factors such as growth of tax revenues and creation of jobs. The growth coalition aims 
to legitimize growth with these beneficial factors, but growth is always entwined with the 
attributes and circumstances of the location. Furthermore, the assumed benefits of growth are 
not undisputed as growth can result in societal and environmental problems. (Logan & 
Molotch 1987: 85.) Thus, the formation of a growth machine can arouse conflicts between the 
growth coalition and other parties, such as the environmental coalition.  
 
Quite often actors cannot individually affect the decisions made therefore conflicts easily spur 
cooperation. Cooperation can bring the leverage needed to make a difference. According to 
Peltonen etc. (2006: 17) there most often can be found two distinctive types of coalitions 
formed in Finnish land use conflicts. These are the environmental coalition and, somewhat 
similar to the growth coalition, the developer coalition. The developer coalitions most often 
consist of municipalities, businesses and landowners. In this case the coalition is formed by 
the City of Helsinki, construction companies and other parties and actors that benefit from 
growth. The environmental coalition is often formed by environmental NGOs, citizens and 
sometimes by the Finnish National Board of Antiquities, or similar actors. 
 
 
5.5. Land use conflicts between officials 
 
Conflicts between officials participating or collaborating in a planning process can arise as 
well. Officials’ varying knowledgebase of the planning process and different views concern-
ing the future of the subject under planning can arouse disputes. To determine how conflict 
prone the planning process is amongst officials, it can be analyzed from the aspect of 1) the 
planning project, 2) the planning area and 3) the planning process. Severe conflicts seem to 
arise from such planning projects and processes that compromise revered values of the offi-
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cials such as safety and the environment. Differing planning paradigms can also be a root for 
conflicts. Officials involved may experience their regional or occupational identity being 
threatened or their dignity and expertise being hurt. Officials may as well be interested in se-
curing the position and the identity of their organization with respect to other organizations. 
(Peltonen et al. 2006: 29-30.) 
 
 
5.6. Macro level conflicts 
 
Harri Andersson (Peltonen & Villanen 2004: 30-31) has examined macro level conflicts relat-
ed to the historical development of urban areas. Major historical macro level causes have been 
the tensions between urban utopias and the dismal living environments of the industrial city, 
post-war growth machine inspired urban renewal schemes and the environmental awakening 
in the 1980’s. The contemporary macro level conflict is set off by the advancement of global-
ization and the conflicts between the global networks of spaces and localities generated by it. 
According to Castells this is primarily caused by the collisions of streams of global economy 
and the actors spatially tied to a locality, such as municipalities and institutions. Local con-
flicts do not directly originate from macro level development, but the local governmental 
conventions and societal institutions connect the local level to global trends. (Castells 1997: 
17-18; Peltonen & Villanen 31-32.) In this thesis, I consider shifts in planning paradigm as 
macro level conflicts. 
 
 
5.7. Causes of conflicts 
 
There are rarely unambiguous reasons for conflicts. However, in analyzing conflicts it can 
prove useful to categorize the reasons and explanatory models of conflicts. According to 
Dietz et al. basic conflicts can be categorized into three groups: 1) Interest conflicts, 2) infor-
mational conflicts and 3) value conflicts. These categories are purely theoretical and meant 
only as a tool for analysis. (Dietz, Stern & Rycroft 1989: 49-51.) In the following I will high-
light the features of the different conflict groups.  
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The most common of the conflicts are interest conflicts. These are defined as confrontations 
of two or more actors that wish to control over the same resources. According to Kettunen & 
Sairinen the foundations of interest conflicts lie in the uneven distribution of benefits and dis-
advantages and the situation is often seen as a win or lose zero-sum game. In different conflict 
situations it should be recognized how inclined to a zero-sum game, such as competing over 
the same land parcel, the different involved parties are. However, interests contain an inherent 
possibility for compromises, which separates interest conflicts from value conflicts, for com-
promises and negotiable solutions are usually incompatible with value conflicts. (Peltonen & 
Villanen 2004: 22.) 
 
Uncertainty that ensues as a result of inadequate or contradictory information is a favorable 
growth bed for informational conflicts, as planning and decision-making can often be based 
on inadequate information. According to Goffman (1974: 21-28), experiences are constructed 
through frameworks that channel our individual observations; therefore, these frameworks are 
essential to the forming of conflicts. These frameworks vary due to historically formed ways 
of structuring daily life, such as different occupational groups. Environmental issues are de-
fined and the power and liability relations are understood through these frameworks. This 
ultimately results in a power aspect, as the party that can bend these frameworks according to 
their will, uses power over other parties involved.  
 
Value conflicts are based on differing values and principles. If a conflict involves values, 
which are often attached to identities of the parties involved, the conflict can be non-
negotiable (Wall & Callister 1995: 519). Values can seem permanent and unquestionable due 
to their meta-physical nature, and can be detached from their social foundations and conven-
tions of appraisal.  
 
 
 
5.8. Conflicts, boulevardization and their relevancy to growth machines and city-regionalism 
 
The dynamics of urban development has been historically connected to different planning 
paradigms and local circumstances, which affect the formation and the course of local con-
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flicts. Macro level tensions can be understood as prerequisites to clusters of similar conflicts 
that follow similar logic. Thus, planning trends can spur a vast collection of individual con-
flicts. For example, land use intensification by complementary building can generate con-
flicts. The attempts to control the growth of cities generate conflicts between local and re-
gional governments. But not all changes in urban environment create conflicts; the change 
must be reviewed as problematic, which is ultimately decided through social and symbolical 
mechanisms. Symbolic struggles between governmental organizations, local growth ma-
chines, NGO’s and inhabitants are concretized in local conflicts. (Peltonen & Villanen 2004: 
31-32.) 
 
Conflicts may have backgrounds stemming from state level and regional level governmental 
relations, funding issues and various political programs, and may be related to global trends 
and national level political decisions that affect local planning and decision-making (a/m. 32). 
Neoliberal urban policy, competition state, city-regional development and global competition 
ushers a city to become a growth machine. This course of events can generate conflicts be-
tween various parties as their interests collide. Regarding boulevardization, the city of Helsin-
ki has a keen interest to exchange certain urban freeways to developable land to generate local 
growth, and ultimately a growth coalition is formed. The actions of the growth coalition can 
create an interest conflict between Helsinki and the neighboring municipalities and cities. 
 
 
5.9. Positive effects of conflicts 
 
Conflicts are often perceived as negative and problematic situations that preferably should not 
occur. However, conflicts can be understood as a natural part of problem solving and deci-
sion-making within a group and can help the group define, form and develop itself. A conflict 
when occurring in decision-making can be useful as it generates critical discussion. Critical to 
this is to find ways to control conflicts within the group. Conflicts are in many theories per-
ceived as basic means of communication and thus conflicts possess a positive side. (Peltonen 
& Villanen 2004: 12.) According to Deutsch, (1973: 8) conflicts can be divided to construc-
tive and destructive conflicts. Constructive conflict management is based upon cooperation 
processes that seek mutual interests and aims at open communication to generate emphatic 
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emotions towards other involved parties. Destructive conflicts lack cooperation and commu-
nication.  
 
With the right ingredients, can a conflict be beneficial. Conflicts can give good aspirations 
time to develop and well mediated they can even better the relations of parties involved and 
act as a learning experience. Although, the benefits might not always be universal as the per-
ception of beneficiality of a process can vary. Some party might find the conflict beneficial 
some might not. (Peltonen et al. 2006: 42.) 
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6. THE RESEARCH 
 
6.1. Research questions 
 
These are the research questions that guide the research and which I aim to answer through 
analysis of the collected material. 
 
- How does sustainable development induced boulevardization plans affect the growth 
dynamics of Greater Helsinki city-region? 
 
- What kinds of conflict types can be detected from the boulevardization induced inter-
est conflicts and do they produce any positive outcomes? 
 
 
6.2. Collected material 
 
Interview is a material collection method, where the researcher produces material in interac-
tions with the interviewed, as social knowledge is formed mostly in social interaction. The 
method is widely used in the field of social sciences as well as social and economic geogra-
phy. Interviews have a practical use as well, as many in occupations, such as psychiatry and 
journalism, interviews are used as an occupational tool. (Ruusuvuori & Tiittula 2005: 9.) In-
terview as a method is quite widely used, although it is a relatively new way of making sci-
ence. It had not become common practice until the 19th century. Especially technological and 
conceptual advancements in science has helped it to become widely used (a/m. 57). 
 
There are different kinds of research interviews. Their formality can be defined into a scale: 
structured, semi-structured and unstructured. The unstructured interview resembles a common 
conversation, with the difference that the interviewee aims to collect data by asking questions. 
The situation can be rather informal. A structured interview is the opposite if unstructured 
interviews, as the interview is carried out by a questionnaire form and the reply alternatives 
are standardized. Semi-structured interviews lie somewhere in between of these two afore-
mentioned interviews. These can be carried out with the same set of questions, but the replies 
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are not standardized or some point-of-view covered is decided beforehand. Theme interview 
are categorized as semi-structured as there is a determined interview-subject, but the structure 
of the interview can vary. Undoubtedly a completely unstructured interview cannot be 
reached as the researchers interaction is always part of the formation of new knowledge. 
His/her interpretation always leaves an imprint. (a/m. 11-13.) 
 
The interview constructs itself as an event of interaction, where the participants have different 
roles, the informant and the gatherer of knowledge. Interviews manifest themselves as institu-
tionalized conversation situations that have a clear purpose and the interviewer has an explicit 
interest for knowledge gathering. An important factor in the process is the recording of the 
interview, which allows the researcher and other interested parties to analyze the outcomes of 
the interview. It is advisable to listen or view the interview multiple times in order to take 
account of all angles of the subject. A transcription of the recording is needed to enable more 
thorough analysis and examination of the interview and for quoting its context. (a/m. 15-16.) 
 
There are multiple ethical research issues regarding interviews as a research method. The in-
terviewer has a significant ethical responsibility to convey his/her priorities and goals to the 
interviewee and to protect the interviewees anonymity. Although not in every research case 
the anonymity serves the outcome of the research. (a/m. 18.) In this research the anonymity of 
the interviewees is protected and in the quotations used do not disclose the identity of the in-
terviewed or which municipality the interviewee is from. The goal of the research is not to stir 
up the otherwise functioning and vibrant inter-municipal cooperation, but rather to assess the 
inter-municipal differences of interest. 
 
In this thesis, I have interviewed planning experts from Helsinki, Vantaa, Kirkonummi, 
Sipoo, Porvoo, Kerava, Tuusula, Vihti, Lahti and Hyvinkää. These municipalities belong 
mostly to the KUUMA-region, except Helsinki, Vantaa, Lahti and Porvoo. Porvoo and Lahti 
are more or less strong regional centers. Planning experts from Porvoo and Lahti were inter-
viewed in order to have a more comprehensive view on the regional conflict. Lahti is a city 
that is located approximately 100 km from Helsinki to the north-east. I chose these municipal-
ities in order to have a mix of municipalities that have different attributes to them, such as rail 
connections or high car dependency. 
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Map 3. Helsinki, Vantaa, Espoo, Kauniainen, Porvoo and the KUUMA-municipalities. 
(Laukkanen 2017) 
 
 
6.3. Validity and reliability 
 
In qualitative research the appraisal of validity aims to examine the adequacy of the conclu-
sions made from the material. In qualitative research the appraisal of validity is mainly done 
by examining that is the conceptualization and interpretation of the research material done 
systematically and is the process conveyed clearly enough for the readers and for the persons 
interviewed. Also, are the material and methods to collect the material is under scrutiny. The 
validity of the used research methods can be reflected upon other studies that have similar 
points of interest, for the research can be reproduced with the same methods with similar 
points of interest. (Ruusuvuori, Nikander & Hyvärinen 2010: 27.)  
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Reliability examination is the examination of the consistency and repeatability of the research 
process. Especially the researcher must admit, that he or she is not an objective actor. The 
researchers own personal views and thoughts affect the results of the research. My personal 
positive views regarding boulevardizations could possibly affect the results of this study, 
which stresses the need of self-reflection in order to find a neutral stance regarding the topic 
of the research.   
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7. THE ANALYSIS 
 
7.1. Thematic analysis and categorization  
 
Thematization is a profound method to structure material in qualitative research. The aim of 
thematization is to strengthen the analytical understanding of the material in order to subject it 
for deeper examination. In thematization the material is divided under different themes, which 
enables subdividing of the material into categories. This process creates possibilities to open 
new viewpoints into the gathered material, which in this case are transcriptions of interviews. 
Thematization allows breaking the material into descriptive classes and comparing and pre-
senting the observations made, but for further analysis categorization is needed. (Gibbs 2007.) 
 
The categorization of the material allows to structure the material according to the research 
questions by subdividing the material into categories stemming mostly from the research lit-
erature. However, the categories can arise from many different aspects, such as the research 
literature, from previous studies or from the insights of the researcher. The material can then 
be classified under these categories. It is up to the researcher how the categories are formulat-
ed, but it is crucial that they are based on the theoretical frames and the material. It is im-
portant that the theory, research questions and the analysis are coherent with each other. By 
categorization it is possible to find deeper analytical relevance and connections from the ma-
terial. Formulation of the categories allows to define what content of the material will be 
highlighted in the research. In this process the material gathered unfolds and the researcher 
can find connections and implications from the material. (Gibbs 2007.) 
 
The material in this study has been analyzed in the manner presented above. The material was 
thematisized according to the research questions and then transcribed and examined thorough-
ly and divided into sections that address the themes. After this the themes were refined into 
categories that reflect the matters that are relevant regarding the study and its goals. Addition-
ally, the categories are formulated so that they reflect the material from the interviews logical-
ly and as clearly as possible and that they fit in the theoretical frames of this study. The analy-
sis of the material is structured upon the observations made from the material its relevance 
regarding the research literature. The material is further processed into subheadings, which 
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reflect the categories. Direct quotations from the material appear in the analysis, which are 
further elaborated in the discussion. First I will elaborate the effects of the boulevardization 
plans on the Helsinki region growth machine dynamics and subsequently different conflict 
types visible in the discourse are uncovered. The interviews were made in Finnish, however 
the quotations displayed in this analysis are translated to English. The translations were made 
in a careful manner in order to maintain and rely the message within them without corrupting 
it. 
 
 
7.2. Effects on the Helsinki city-region 
 
The Helsinki city-region functions as a growth machine, which is in competition with other 
urban regions in Finland, but most importantly in a city-regionalist way with other urban re-
gions globally such as Stockholm and Oslo. Urban areas aspire to attract growth by making 
them attractive for investments. The growth materializes itself as economic activity and popu-
lation growth. There are multiple actors involved that form growth coalitions inside the 
growth machine, such as governmental, non-governmental and other actors involved, but in 
this study the growth machine and the changes in its dynamics are examined through Helsinki 
region municipalities. The planned boulevardizations will certainly affect these dynamics and 
can have an influence on where and how the regional growth will occur.  
 
”If we are talking about changes in accessibility that are only few percent, and are divided 
for 20 years, the change is quite minimal. The question is more a strategic level question, 
where the municipalities serviced by rail benefit from the boulevardizations. The most inter-
esting question is the order in which the freeways are turned into boulevards.” (pers.8) 
 
The understanding has been that the boulevardizations can have negative effects on the acces-
sibility of the surrounding municipalities, especially regarding the Helsinki CBD, which is a 
major destination for commuters from the surrounding municipalities. This has been an im-
portant issue in the conflict situation regarding the planned boulevardizations. The viewpoint 
that the boulevardizations could affect the growth dynamics between the surrounding munici-
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palities has not been discussed as much as other more obvious causes for the conflict situa-
tion. 
 
“If we take, for example Hämeenlinnanväylä, and turn it into a boulevard, it would worsen 
the situation for Nurmijärvi compared to the other municipalities. It’s more important to real-
ize that the boulevardizations do not only affect the competitiveness of surrounding munici-
palities compared to Helsinki, Vantaa or Espoo. More important is the fact that it changes the 
dynamics of the competition between the surrounding municipalities.” (pers.8) 
 
In this case the surrounding municipalities have founded a cooperation organization KU-
UMA-kunnat, that functions as an opposing power inside the Helsinki region growth ma-
chine. KUUMA-kunnat seeks to divert as much of the regional growth as possible within their 
municipal borders. The planned boulevardizations bring a twist to this initial setting. The in-
terviewed expressed that the boulevardizations can to be able to affect the future location of 
growth between the surrounding municipalities. 
 
”Yes, there can be problems if the growth of Nurmijärvi starts to channel into Kirkkonummi 
or Tuusula, which would still have a urban freeway connection. It can easily escalate to a 
struggle for new inhabitants.” (pers.8) 
 
The interviewees claimed, that the streams of new inhabitants can be small, but it can make a 
significant difference what it comes to some of the municipalities. Thus, the effects of the 
planned boulevardizations can potentially be considerable to smaller municipalities.  
 
”Of course the absolute effects of boulevardizations are focused at Vantaa and Espoo, but the 
effects can be relatively rough regarding the surrounding municipalities and to areas that are 
located even farther. What it comes to growth, some municipalities can be totally dependent 
on commuting to Helsinki, and through boulevardizations the growth can turn into negative 
development. It can be tens or hundreds of inhabitants, which is a relatively small proportion 
of the absolute amount growth, but can be crucial to some municipalities.” (pers.8) 
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The boulevardizations are aimed to be part of the shift to a more sustainable regional trans-
portation system and in the future, an increasing portion of the trips made daily are done with 
alternative modes of transport. However, some of the planning experts interviewed stressed 
the fact that these alternative modes of transportation are still quite lacking in the surrounding 
municipalities. Therefore, the car dependency of these municipalities can be hard to mend 
with alternative means of transportation. According to the interviewed experts, decisions re-
garding the future of the regional transportation system will undoubtedly have a strong influ-
ence on the development of the surrounding municipalities. 
 
The interviews exposed the fact, that the boulevardizations can have different effects on dif-
ferent surrounding municipalities. As stated earlier, some of the municipalities can actually 
gain from the boulevardizations directly, when the first boulevardizations are implemented. 
Secondly, some of the municipalities are serviced by rails leading directly to Helsinki CBD. 
The interviewees stated, that these municipalities can benefit from the possibly deteriorating 
accessibility of other municipalities. 
 
”We are not afraid of the boulevardizations, but problems can occur if you are not adjacent 
to the rail network and personal vehicles are the primary means of making trips and commut-
ing. Even the bus lines can suffer from the boulevardizations. This can actually improve our 
status as a transportation node and traffic to other municipalities can routed through here.” 
(pers.8) 
 
Additionally, some of the interviewed speculated that the boulevardizations could in fact 
weaken the attractiveness of Helsinki CBD, and certain functions could relocate to locations 
that are more conveniently reached by motorized vehicles. Probably the functions implied 
here would be big-box stores and such. If so, it could increase the economic activity in the 
surrounding municipalities, which in turn could be a source of growth. However, these effects 
can be quite difficult to model and predict. 
  
”We have thought about it and we feel that the boulevards can lessen the accessibility of down 
town Helsinki in such way, that some functions and jobs might relocate to the ring roads. That 
can create some new growth which can have knock-on effects.” (pers.7) 
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The interviewed experts from the surrounding municipalities are also worried about their mu-
nicipalities attractiveness regarding businesses and employment opportunities. There are of 
course people from the inner municipalities that commute to the surrounding municipalities 
and even further. The boulevardization might affect the attractiveness of jobs that are located 
in the surrounding municipalities as the daily commute can become more complicated and the 
duration of the commutes can increase. The interviewees claimed, that this in turn could have 
negative effects on local growth, maybe even on regional scale. 
 
”Then we got worried about the throughput of the traffic and how it affects us. Will the dura-
tion of commutes grow? That would affect the availability workforce.” (pers.11) 
 
Through the interviews, it seems that these multifaceted effects on city-regional growth dy-
namics are not thoroughly considered in the municipalities as the discourse has mostly been 
associated with the flow of traffic to Helsinki CBD. The municipalities that have the most to 
lose regarding boulevardizations have the most negative stance towards them, and see that no 
other municipality or instance can benefit from this process, except Helsinki. Different ex-
perts from different municipalities have varying thoughts regarding boulevardizations and its 
effects ranging from total negativeness to realizing that the process can in fact better the com-
petitiveness of their municipality.  
 
“In my opinion, all of the 14 municipalities affected are against Helsinki in this process.” 
(pers.4) 
 
“Also the state sees the situation differently backing the surrounding municipalities” (pers.5) 
 
The interviewees understood, that the surrounding municipalities are dependent on the prox-
imity of Helsinki regarding their growth, as a part of the Helsinki city-region. However, as 
much as they would like to function as an independent KUUMA city-region, their growth will 
be subsidiary to their geographic location. Reciprocally the growth of Helsinki is dependent 
on the surrounding municipalities. The dynamics of this mutual dependency is rather multi-
faceted. 
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7.2.1. The temporal aspect of boulevardizations 
 
The final order in which urban freeways are turned into boulevards in Helsinki is still unclear. 
The order is of course a significant question to the municipalities surrounding Helsinki, for a 
municipality has more time to prepare its infrastructure and services according to the upcom-
ing boulevards, if the freeway leading to the municipality is not among the first freeways that 
are subject to boulevardization. This temporal aspect to boulevardization can induce conflicts 
as well. From the view of Helsinki city-region, it can be a significant factor determining 
where future growth will happen, and thus can create tensions in the city-region. The inter-
viewees expressed, that if personal vehicle connections to a municipality that is car dependent 
deteriorate, or if they are at least considered to deteriorate in the future, the municipality 
might lose future growth possibilities to other similar municipalities that rely on private vehi-
cle connections. 
 
“The order of implementation is a question that has not yet been that much touched upon. 
After all, in a shorter timespan it might have bigger impacts on the overall competitiveness of 
individual municipalities than the whole boulevardization scheme itself.” (pers.8) 
 
Despite of this temporal aspect and its possible effect on municipalities, it is not necessarily 
regarded as a very important question by most of the interviewed experts. Municipalities that 
rely on rail connections do not feel that the boulevardizations are a threat to their future de-
velopment, but it can in fact improve their prospects, as municipalities that rely on private 
vehicle connections lose their attractiveness to potential residents. Although it is thought that 
these concerns might be real, but they are hidden behind other issues that are more politically 
correct.  
 
“From the point of view of our municipality, our reaction to the boulevardizations are sof-
tened by the fact that the Lahdenväylä is not easily turned into a boulevard. There are vast 
nature preservation areas and on the other side a large cemetery, which will probably not be 
the first place to be built. There might be a thought behind this speculation about boulevardi-
zations, that Lahdenväylä might not be turned into a boulevard at all. That we’re not going to 
be the losers. It may well be, that there are these kinds of thoughts behind the reactions re-
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garding boulevards. The real agenda is not mentioned and is hidden behind discussions about 
public transport connections and other good values.” (pers.8) 
 
The temporal aspect to boulevardization is an interesting question, that does not seem to con-
cern the interviewed planners as much as it could. It might have significant effects on the fu-
ture development in the municipalities surrounding Helsinki. The overall sentiment seems to 
be “it does not matter, as long as you don’t touch our freeway”. Also the notion, that the 
boulevardizations are opposed because of transport connections and other “good values”, but 
I will ponder this subject later on. 
 
”At first we were rolling our eyes and asking what is this all about [Plans made to boule-
vardisize Länsiväylä as proposed in the master’s thesis of Carlos Lamuela]. But we were not 
that interested as the plans affected Länsiväylä and the inhabitants of Espoo. We’re not trou-
bled by the fact that the commute of people living in Espoo would get worse [half-jokingly 
said]. (pers.11) 
 
 
7.3. Conflicts 
 
As stated earlier, conflicts can be divided into interest, informational and value conflicts. The 
material collected is analyzed and assessed through these categories and further subdivided 
into subcategories. 
 
 
7.3.1. Interest conflicts 
 
Common property 
 
Freeway infrastructure is funded by tax funds and is not owned by the city of Helsinki, alt-
hough these thoroughways are situated inside the city limits of Helsinki. Removing these 
commonly owned freeways was frowned upon by the interviewees. The legitimation of the 
demolition of the freeways was seen lacking and undemocratic.  
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”These thoroughfares are built with society’s fund, Helsinki does not own them. Now they will 
take them although society has used a lot of money into these thoroughfares. Suddenly Hel-
sinki says that they are our thoroughfares. It does not sound very democratic.” (pers.4) 
 
”Maybe Helsinki could give money to build the upcoming metro up till to the coastal rail cor-
ridor [that connects Kirkkonummi to Helsinki CBD], so commuters would not have to change 
modes of transport.” (pers.4) 
 
The highways leading to Helsinki are seen as common property that should be compensated 
for if removed. The compensation could be done by investing in regional transportation infra-
structure. 
 
”The park-and-ride lots of our municipality may not be built in our own municipality, but 
perhaps in Kerava. Our municipality and Helsinki invests in them as Helsinki does not want 
people to travel to Helsinki by car. Planning experts understand clearly that it’s in Helsinki’s 
benefit to participate in taking care of such functions in the surrounding municipalities.” 
(pers.9) 
 
”We have our own park-and-ride lots in our municipality and we are members of HSL. Our 
commuters go to Kirkkonummi and park their cars and hop on to a bus. Kirkkonummi does 
not necessarily like this and questions the fact that they have to pay for the parking.” 
(pers.13) 
 
The funding of park-and-ride lots is an issue that has come up frequently in the interviews. 
The compensating transportation connections for boulevards would quite likely need these 
lots in order to function properly.  
 
”Is Helsinki going to compensate for anything when they remove freeways? Or is it like in the 
health and social services reform, all of the equipment is just given away?” (pers.4) 
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Does Helsinki have an obligation to compensate for the transportation infrastructure that is 
removed due to boulevardizations? This will probably rise into question during the further 
planning of boulevardizations as it did in the interviews. 
 
 
7.3.2. Informational conflicts 
 
Participatory planning can help to alleviate conflicts emerging from land-use planning. It is 
argued that participation should occur as early as possible in the planning process. It is im-
portant to convey all possible information to other parties involved to avoid confrontation. 
From the collected data, it seems that the level that municipalities were participated in the 
planning process regarding boulevardizations varied. The changes in regional transportation 
networks affect all municipalities and their accessibility, but then again, all municipalities 
should be able to perform land use planning according to their own will, as municipalities 
have the right to steer planning and land-use inside their borders. The interviewed experts 
stated, that early participation of the parties involved could provide information alleviating 
fears rising from the plans and could convey the feeling that Helsinki region is planned from a 
regional perspective, especially as there are multiple levels and organizations for regional 
planning cooperation. 
 
“In respect of individual municipalities, if the boulevards are examined more closely, such as 
Vihdintie, you have to consider which municipalities are in the other end of the road and who 
are using it. They should be included in the planning process. By this, I mean the planning 
expert,s that they should be involved, when going in detail planning. And not just Vantaa and 
Espoo, also the municipalities behind them.” (pers.11) 
 
However, it was acknowledged that creating a new general plan and planning the boulevards 
are quite laborious tasks, and thus participating other municipalities in every detail would 
make the process even heavier. But from a regional perspective, the sentiment in some munic-
ipalities is that they do not have any stature regarding bigger scale regional decisions. 
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“Helsinki is such a big organization, that participating other officials within the organization 
is a huge task. So, municipalities like us, that are not even neighboring municipalities with 
Helsinki, don’t even pop into mind. We just sit and watch.” (pers.13) 
 
”Well, we do not have any saying in such matters, we are a small municipality, in every as-
pect. It seems, that Helsinki does what it want’s and we just react.” (pers.13) 
 
This of course does not mean that there has not been any participation regarding boulevardi-
zation plans, as it turned out in the interviews. There have been negotiations on the existing 
regional cooperational level, but some of the planning experts in the municipalities see that 
they have not been included in the process sufficiently. From some of the interviews it can be 
sensed that there could be room for bilateral negotiations between Helsinki and municipalities 
that might be affected by boulevardizations. Especially in further planning. 
 
“Yes, we have been discussing about them [boulevardizations] quite a lot, but it has been 
mostly inside our own organization. This is probably because when Helsinki planned and 
made impact assessments and such, we did not have any representation in it. Helsinki had 
meetings with Espoo and Vantaa quite regularly, but from the KUUMA-organization there 
was only one representative in the meetings. Fortunately, the person is a hardworking indi-
vidual, so we got information from him/her. We also tried to rely a message through conveyed 
by this person, that these impact assessments were made insufficiently and in a Helsinki cen-
tered manner.” (pers.13) 
 
”With Vantaa we have had some mutual boundary area considerations, but that has been 
mostly preliminary planning and ideation. Not very thorough or practical cooperation in 
planning that would lead to implementation. And of course matters covered in the Uusimaa 
Regional Council cooperational meetings that concern mostly Uusimaa regional develop-
ment. But nothing with Helsinki directly.” (pers.6) 
 
I do not question the sincere will of planners in Helsinki to participate other municipalities in 
the planning process. But one must ask that has the amount of cooperation been adequate in 
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this case? The cooperational organizations for regional planning are quite comprehensive, but 
according to some of the interviews, they seem have not been enough.  
 
”And now we are doing this MAL-cooperation and plans reaching up till 2019, this new gen-
eral plan does not affect them. Is looks that the planning cooperation seems to be working 
smoothly.” (pers.2) 
 
“It’s a great leap forward. Iit is embedded in the MAL and HLJ cooperation. It is a clear pic-
ture how Helsinki will develop and it comes visible through the cooperation process. It seems 
that planning cooperation is functioning quite well.” (pers.1) 
 
The Helsinki Central Planning Department (CPD for now on) planners believe that participa-
tion has been adequate, but as established earlier, some of the municipalities disagree. 
 
”We have not really had any kinds of presentations regarding the boulevards directed toward  
our land-use planners. It has been very Helsinki centered, the behavior has been very helsin-
kian: “we deside what we do here”. That is how Helsinki acts.” (pers.4) 
 
”Good practices would have been, when this kinds of things are invented [boulevardizations], 
that participation would have occurred from the start. It can be that there has been an invita-
tion to a such event, I can’t remember if there was something in the MAL-cooperation.” 
(pers.5) 
 
The interviews made suggest, that it seems that it is not important if there has been participa-
tion on some level that has not addressed the boulevardizations and the surrounding munici-
palities directly. Direct interaction and participation would probably make a difference and 
brought a more substantial feeling of participation. Without thoroughly going through the 
reports made about the planning of boulevards with other parties involved, their evidential 
value might go to waste. All reports can be dismissed as “propaganda” to forward boulevardi-
zation plans. 
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“It is like in North-Korea, you do what you want, and think that people are stupid enough to 
accept anything. So it goes.” (pers.4) 
 
”Helsinki should demonstrate the validity [of reports and planning evidence]. Now the boule-
vardizations are forwarded by “polishing” them with reports. I don’t even know how Helsin-
kians react to them, that has not been under discussion either.” (pers.4) 
 
 
7.3.3. Value conflicts 
 
Conflicts between officials 
 
A prolific cause for land-use conflicts between officials seems to be, according to the inter-
views, a paradigm shift, that has occurred as planning in Helsinki has become more inclined 
to carbon neutrality and walkability. Understandably, municipalities that are more car de-
pendent might have a more troublesome time in reaching these goals than Helsinki, which has 
a significant percentage of public transportation ridership among commuters and is has a 
denser urban structure. Additionally, the planning experts saw that the City Planning Depart-
ment of Helsinki has had a change of planning generation in the last ten years, which has led 
to a somewhat different perspective in planning. As stated earlier, a significant goal for the 
new generation of planners is to plan for a dense mix-used city. From the interviews, it seems 
that most of the municipalities in Helsinki region have adopted this new approach to planning 
in some extent, but do not weigh it as heavily in their planning processes. It also needs to be 
remembered that not all of the older generation planners are skeptical towards boulevardiza-
tions and all of the planners of the younger generation are pro boulevardization. However 
there seems to be some connection. 
 
“Yes yes, and this [paradigm shift has been seen and can be seen in the discourse. On the 
process level, it can be seen from communication and of course from the planning outcomes. 
Especially it [the change] is strong in planning, and not just in methods, but in the substance 
as well” (pers.11) 
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The interviewed experts reported, that the paradigm shift is partly thought to be a result of a 
change in the planning generation, that has happened in the Helsinki CPD. 
 
”It is the younger generation. The paradigm shift has occurred, especially in City Planning 
Department, because a significant shift happened in the departments planning attitude when 
the old bosses left.” (pers.11) 
 
The paradigm shift increases the chance of conflicts between planning officials, as the ex-
pert’s views on planning are challenged and maybe even one’s occupational identity and ex-
pertise regarding planning is questioned and thus hurt. It was seen that new approaches can be 
repelled based on different personal views on planning. 
 
“What it comes to conflicts, it is not surprising that these new approaches can seem terrify-
ing, it is human nature. It does not matter whether the opinion or statement comes from the 
official level, there is always a human being behind it.” (pers.1) 
 
It was also seen that the change of generation can lessen the probability of successful com-
munication between officials, as the views of different planning generations concerning plan-
ning differ too much and everything can be reduced to the outdated planning practices and to 
their effects that were harmful to the urban structure. The Smith-Polvinen freeway plan is an 
example. 
 
“We are having heated discussions, which is partly due to the planning generation change. 
There is a PhD thesis in the making concerning it, the younger planners are exaggerating the 
importance of the Smith-Polvinen freeway plan or want to draw it into discussions all the 
time. It was never a plan that would have directed the traffic planning in municipalities.” 
(pers.3) 
 
“I hope that the younger planners would get it into their heads. It is called a strawman falla-
cy. So, they are creating a strawman and giving it [the Smith-Polvinen freeway plan] a role in 
planning that it never had.” (pers.3) 
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Equally, the planners that are not as receptive to the new planning paradigm and its ideas can 
dismiss these new ways of planning as a result of an ideology, as was stated in the interviews. 
This as well might be an attempt to undermine other opinions by rendering professional opin-
ions into an ideology and reports that are made to clarify the impacts of boulevardizations are 
sometimes seen goal-driven and made to endorse the boulevardizations. The less car depend-
ent future was not always seen as an undisputed scenario. 
 
“The concept of boulevards relies on the assumption that car traffic will be significantly re-
duced in Helsinki. The boulevardizations do not withstand this kind of examination at all. 
Those reports on the matter that are displayed on the internet, they are quite goal-directed 
and ideological.  The development can actually go into another direction.” (pers.3) 
 
“It is an ideological thought that the urban core could be extended in such way, personally I 
don’t believe it.” (pers.3) 
 
There are of course multiple aspects to the conflicts between officials than just mere a para-
digm shift through planning generation change. Planning philosophies differ in municipalities 
depending on the urban structure of the municipality in question. Also the interviewees ex-
pressed, that municipalities that rely on regional railway connections that function as com-
muter trunk lines are less car dependent and thus more receptive to the new planning ap-
proach. 
 
“The confrontation regarding planning philosophies in Helsinki was not so overwhelming in 
our municipality, as it was in Nurmijärvi, Kirkkonummi or Tuusula, which are municipalities 
that consist mostly of dispersed settlements.” (pers.11) 
 
 
Health and living environment issues 
 
As planning experts, the interviewed expressed worries about the effects that the boulevardi-
zations can have on health of the people inhabiting the areas adjacent to the planned boule-
vards. Similarly, the livability of these areas was questioned. The main concern was that traf-
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fic emissions would accumulate in the planned traffic corridors that are edged with rows of 
buildings and thus create health hazards to the inhabitants of these houses and pedestrians. 
Also, the traffic flow would create noise pollution, which was regarded as harmful by the in-
terviewed planners. 
 
“I am worried about the livability, emissions and other issues. Especially the amount of parti-
cles in Helsinki on mainstreets. I live on one of them. There should be much more information 
on the effects. I think that those few flimsy illustrations about Hämeenlinnanväylä, and how 
many minutes the car traffic would be delayed, I don’t really believe in those reports.” 
(pers.4) 
 
Here again we can see that the reports made for planning the boulevards are regarded by the 
interviewed as evidence created by CPD to legitimize the boulevardization to create growth 
regardless the wellbeing of the inhabitants of Helsinki. 
 
“This has nothing to do with our municipality, but I can’t help but to wonder that what kind 
of living environment it would become? Regarding our municipality it is a theoretical ques-
tion, but is it really nice to live next to a such traffic corridor? There is quite a lot of traffic. 
And if you’re thinking about Mannerheimintie, they are not driving 100 km/h on it. And on 
Mechelininkatu there is a lot of noise, is that pleasant? So, can the traffic situation be han-
dled, it concerns me on a professional level that is it possible or reasonable. What are the 
effects of traffic and is the environment livable? I live nearby and I personally would not live 
on Mechelininkatu, but many does.” (pers.11) 
 
Even the living environment of existing streets that lead to the freeways was questioned. Even 
if the interviewed lives in a densely built area near these streets. Although these streets expe-
rience heavy levels of car traffic, they are regarded as quite desirable places to inhabit. 
 
”In our own statements we have been worried about the emissions and noise. In my opinion, 
Helsinki has quite arrogantly produced them [reports made to assess the planned boulevardi-
zations]. The visualizations made, they have conveyed false propaganda about this matter.” 
(pers.4) 
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Picture 5. A robot having a day-off on the planned Hämeenbulevardi. (Kaupunkisuunnittelu-
virasto 2013) 
 
Also, the affordability of these new planned areas adjacent to the boulevards were questioned. 
Due to the housing shortage in Helsinki the housing prices have risen heavily. The inter-
viewed does not consider building new housing in areas that have high housing prices justi-
fied, as it is not affordable to newcomers.  
 
”Also I could mention that how oddly selfish Helsinki is. They are planning the Raidejokeri 
and more and more people are coming in. Does everybody want to live in Helsinki? There are 
many good things that the municipalities surrounding Helsinki can offer. The values of people 
differ, not everybody is a city-person. Helsinki just wants more and more. Is that ok? Espe-
cially as the housing prices are what they are.” (pers.13) 
 
It can be argued, that the housing prices are high for there is a high demand for housing in 
Helsinki, which in turn means that people want to live near Helsinki city core. The interest 
shown by the interviewed planners towards the livability and health issues regarding the 
planned areas in Helsinki adjacent to the planned boulevards can in fact be real professional 
concern for the creation of good living environments. However, the worry that Helsinki 
reaches to hoard all of the growth of Helsinki region within itself seems to be in contrast with 
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this concern. The new Land-use and Building act has rendered the complaints of stake-holders 
into the de-facto means of securing one’s assets in land-use. According to Veikko Eranti, citi-
zens have learned to argument in a way that officials are more likely to take their complaints 
more seriously. Instead of pleading on their own interests or preferences of good living envi-
ronments, citizens are more keen on pleading on different aspects of common good such as 
traffic issues or overall livability of the area (Eranti 2014: 4, 9-11).  
 
But can this phenomenon occur on an official level? Some planners were quite vocal with 
their concerns regarding affordability, livability and health issues of the planned areas that are 
not on their “turf”, in other words in another municipality. Furthermore, they are worried that 
by boulevardization Helsinki will attract too much of the future growth of Helsinki region 
within itself. This contradiction hints that this type of argumentation in land-use that is com-
mon for individual citizens might occur on official municipal level as well. 
 
 
7.3.4. Positive outcomes 
 
Conflicts may have positive outcomes as they may increase and better the communication and 
cooperation between interested parties in a conflict. It can also further legitimize the existing 
levels and means of cooperation. Often different interest parties that have common goals can 
cooperate in an interest conflict to gain leverage. 
 
“It helps to legitimize the existence of KUUMA-kunnat, as it is easier when there are more 
actors involved.” (pers.6) 
 
It seems, according to the interviewees, that the planned boulevardizations have not created 
any new levels of cooperation, for there are already multiple levels of organizations for coop-
eration that help plan the region in a more holistic way, such as the KUUMA-kunnat and 
MAL-cooperation. Instead it was often viewed that the conflict stemming from the planned 
boulevardizations had strengthened the communication and legitimized existing organizations 
for cooperation. 
 
65 
 
“This probably for us has not created any new levels of communication. Well in some extent it 
has, we have strong existing structures for cooperation, such as KUUMA-kunnat and all 
those Helsinki region cooperation organizations, where we have addressed and discussed 
these issues. Of course, it strengthens the justification of their existence and we can see that 
these organizations are important. Thus, it has not created cooperation but has strengthened 
existing means of cooperation.” (pers.8) 
 
The interviewed experts stated, that not only has the conflict strengthened the existing coop-
eration, but it can make some of the municipalities to rethink their strategy. Some municipali-
ties have relied on car dependent planning and has catered to the demand of small housing in 
somewhat remote locations and have thrived due to the popularity of this type of housing in 
Finland. Or they have restricted the growth of the municipality. This has contributed for its 
part to the quite dispersed urban structure of Helsinki region. As the municipalities face prob-
able declining prospects for the future, they are forced to adjust their strategy and adopt new 
approaches in spatial planning.  
 
“It has influenced in such ways that many municipalities have had to rethink their stance. It’s 
kind of a shame that many municipalities have had a strong defensive attitude, that were not 
going to change what we have in our municipality. That they should be allowed to continue 
doing thing business-as-usual. But in my opinion it won’t and it can’t continue like that. It is 
not possible because we’re having this little thing called climate change and other things that 
changes the situation completely.” (pers.9) 
 
The interviewees saw, that the conflict may even push the transition to the new planning par-
adigm as the business as usual methods of planning start to lose their relevancy. 
 
“There are some people from the older planning culture in many places, so new ideas can be 
hard to digest.” (pers.9) 
 
Of course, not all of the parties involved see the conflict situation beneficial. When asked if 
there can be any benefits found from the conflict process, one of the experts exclaimed ab-
ruptly: 
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“Well none!” (pers.13) 
 
 
7.4. Disconnecting the conflict cycle 
 
Conflicts are cyclic processes, so what goes around, comes around. This ongoing conflict pro-
cess might influence the outcomes of future land-use conflicts between municipalities. Espe-
cially the ones that occur when the boulevardizations are further planned. Thus, it can be wise 
to address some of the issues that the surrounding municipalities find important and by doing 
so, alleviating the underlying tensions that might be left from the ongoing boulevardization 
conflict. 
 
“Conflicts usually manifest themselves in some concrete projects later on.” (pers.11) 
 
The surrounding municipalities are dependent on jobs and services that are located in Helsinki 
and the interviewees feared that the boulevardizations could worsen the accessibility of these 
work places and services. A network model for the urban structure was seen as a solution to 
this accessibility problem. Developing the secondary urban centers in Helsinki could substi-
tute the CBD in some extent. 
 
“We have stressed that in our statements we have not said that don’t do that or you cannot do 
this. Instead we have stated that if such things as the boulevardizations are carried out, then 
certain things must be solved. Especially now Itäkeskus and the whole East Helsinki must be 
put under scrutiny. Especially the progressing segregation. East Helsinki must be developed 
in order to achieve a wholesome solution. Not just by building a suburb but by building a real 
mixed urban center where our inhabitants can connect to the rest of the metropolitan area.” 
(pers.9) 
 
A recurring theme in the interviews has been the worries related to the accessibility of the 
surrounding municipalities in the future. It is crucial to complement the possible loss of ac-
cessibility by functioning public transport. 
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“Probably the most important factor is its effect on public transport and our accessibility by 
bus, especially the direct connections and private vehicle connections to Helsinki down 
town.” (pers.7) 
 
The interviewees stated, that the complementary public transport connections require park-
and-ride lots especially in the areas of dispersed settlements. The funding of these park-and-
ride lots could be negotiated before implementing boulevardizations, if not negotiated al-
ready.  
 
“There’s the aspect that our municipality cannot turn into a parking facility for further con-
nections. It can’t. They are relying on rail rapid transit connections that is only for people 
that live in areas adjacent to the rail connections. They do not reach all the way north. They 
stop somewhere the middle of nowhere and the only means to reach Helsinki is to change the 
mode of transport in the middle” (pers.3) 
 
The regional aspect of boulevardizations should not be forgotten, according to the interviewed 
experts. Especially in the planning phase of the boulevards early participation of the munici-
palities affected is extremely important in finding a mutually satisfying solution. 
 
“The matter is regional and important for the whole employment of Uusimaa and we have 
criticized it since the first planning phases, that this is not regional enough.” (pers.3) 
 
”Problems are dumped over. And the flow of traffic and the escaping of decision making gets 
out of reach. It’s a governmental issue.” (pers.10) 
 
The interviewees expressed, that without strong participation, other municipalities can feel 
that Helsinki is acting by itself without any regional perspective or interest towards the prob-
lems that the boulevardization can cause to these municipalities. 
 
”And now it has turned out that we won’t be having any improvements in public transport 
connections when the road tolls are put in use.” (pers.13) 
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7.5. A short summary of the analysis 
 
In the following summary of the analysis above I aim to answer the stated research questions: 
 
- How does sustainable development induced boulevardization plans affect the growth 
dynamics of Greater Helsinki city-region? 
 
- What kinds of conflict types can be detected from the boulevardization induced inter-
est conflicts and do they produce any positive outcomes? 
 
 
How does sustainable development induced boulevardization plans affect the growth 
dynamics of Greater Helsinki city-region? 
 
The Greater Helsinki city-region functions as a growth machine and the planned boulevardi-
zations can affect its dynamics and can have an influence on where and how the regional 
growth will occur. The boulevardizations could affect the growth dynamics between the sur-
rounding municipalities, which is an issue that has not been discussed as much as other more 
obvious causes for the conflict situation, such as the growth dynamics between Helsinki and 
other municipalities in the Greater Helsinki area and other issues such as traffic. Accessibility 
is a prominent factor in the allocation of future regional growth, and is of course a major po-
litical concern. KUUMA-kunnat seeks to divert as much of the regional growth as possible 
within their municipal borders, so the planned boulevardizations bring a twist to this initial 
setting, as they can affect the future location of growth between the surrounding municipali-
ties. The changes, although possibly small, can be significant for some of the municipalities. 
The surrounding municipalities are also worried about their attractiveness regarding business-
es and employment opportunities. The boulevardization could affect the attractiveness of jobs 
that are located in the surrounding municipalities as the daily commute can become more 
complicated and the duration of the commutes can increase. 
 
What it comes to traffic related issues, the car dependency of some of the municipalities can 
be hard to mend with alternative means of transportation. The decisions regarding the future 
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of the regional transportation system will undoubtedly have a significant impact on the devel-
opment of the surrounding municipalities. The potentially changing accessibility of some of 
the municipalities will probably have an effect on the local growth dynamics. Some of the 
surrounding municipalities can actually gain from the boulevardizations directly, when the 
first boulevardizations are implemented. These municipalities can benefit from the possibly 
deteriorating accessibility of other municipalities as growth is channeled to municipalities that 
have rail connections or other similar transportation possibilities. However, the changes in the 
regional transportation system can affect the attractiveness of Helsinki CBD, and certain func-
tions could relocate to locations that are more conveniently reached by motorized vehicles, 
which could increase the economic activity in the surrounding municipalities, which in turn 
could be a source of growth. Accessibility indeed has an important role in the location of fu-
ture growth. Accessibility has become a significant political concern regarding growth in the 
surrounding municipalities. 
  
The order in which urban freeways are turned into boulevards is a significant issue regarding 
the municipalities surrounding Helsinki and creates an interesting temporal aspect to the 
boulevardizations, which can induce conflicts and tensions in the local growth machine. A 
surrounding municipality has more time to prepare its infrastructure and services according to 
the upcoming boulevards if the freeway leading to the municipality is not among the first 
freeways that are subject to boulevardization. From the view of a local growth machine, the 
boulevardization order can be a significant factor determining where future growth will hap-
pen. The multifaceted effects of the boulevardizations on local growth dynamics, that are un-
doubtedly rather hard to predict, are not thoroughly considered in the municipalities as the 
discourse has mostly been associated with the flow of traffic directed to Helsinki CBD. The 
municipalities that have the most to lose regarding boulevardizations have the most negative 
stance towards the boulevardizations, and see that no other municipality or instance can bene-
fit from the process except Helsinki.  
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What kinds of conflict types can be detected from the boulevardization induced conflicts 
between planning officials and do they produce any positive outcomes? 
 
In the analysis, conflicts are divided into interest conflicts, informational conflicts and value 
conflicts. The conflict types were assessed according this categorization. Additionally, any 
possible positive outcomes of the conflict process were sought. 
 
Interest conflicts 
 
The location of future growth in the Greater Helsinki region is the most obvious interest con-
flict in the process. However, freeway infrastructure is seen as common property. The infra-
structure is funded by tax funds and is not owned by the city of Helsinki, although these thor-
oughways are situated inside the city limits of Helsinki. This is a source of an interest conflict. 
The infrastructure could be compensated for if removed e.g. by investing in regional transpor-
tation infrastructure or park-and-ride facilities. The legitimation of the demolition of the free-
ways is seen lacking and undemocratic.  
 
Informational conflicts 
 
Experienced lack of participation is a source of informational conflicts. In this case munici-
palities were participated in the planning process in some extent, but the level of participation 
varied. All municipalities should be able to perform land-use planning according to their own 
will, however it could prove useful to participate all affected municipalities early on from the 
beginning and equally. Thus, the situation of displaying overly completed plans could be 
avoided. It was acknowledged by the interviewed planning professionals that creating a new 
general plan and planning the boulevards are quite laborious tasks, and thus participating oth-
er municipalities in every detail would make the process even heavier. Still there could argua-
bly be room for early inter-municipal participation in the process to alleviate conflict situa-
tions later on in the process and convey the feeling that Helsinki region is planned from a re-
gional perspective. Now the city-regional perspective in the actions of Helsinki seems to be 
missing. Direct interaction and participation could make a difference and brought a more sub-
stantial feeling of participation and regionalism.  
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Value conflicts 
 
A significant reason behind land-use conflicts between officials seems to be a paradigm shift, 
that has occurred as planning in Helsinki has become more inclined to carbon neutrality and 
walkability, in other words, sustainable development. The City Planning Department of Hel-
sinki has had a change of planning generation in the last ten years, which has led to a some-
what different perspective in land-use planning than before and are more inclined in planning 
for a dense mix-used city. Most of the municipalities in Helsinki region have adopted this 
approach to planning in some extent, but perhaps do not weigh it as heavily in their planning 
processes, which can lead to value conflicts where the expert’s views on planning are chal-
lenged and maybe even one’s occupational identity and expertise regarding planning is ques-
tioned. The change of generation can lessen the probability of successful communication be-
tween officials as well.  
 
Because of differing values and unsuccessful communication the new planning paradigm and 
its ideas can be dismissed as a result of an ideology. Professional opinions are regarded as 
ideologies and reports that are made to clarify the impacts of boulevardizations are sometimes 
seen goal-driven and made to endorse the boulevardizations. The less car dependent future is 
not always seen as an undisputed scenario. There are of course multiple aspects to the con-
flicts between officials than just mere a paradigm shift through planning generation change. 
Planning philosophies differ in municipalities depending on the urban structure of the munici-
pality in question. Also, municipalities that rely on regional railway connections that function 
as commuter trunk lines are less car dependent and thus more receptive to the new planning 
approach. 
 
The possible health issues of the future boulevards are a source of a value conflict. The inter-
viewed planning experts expressed worries about the effects that the boulevardizations can 
have on health of the people inhabiting the areas adjacent to the planned boulevards. Addi-
tionally, the livability of these areas was questioned, as the emissions and noise pollution 
caused by traffic could accumulate in the planned boulevard traffic corridors and thus create 
health hazards. Also, the areas that would be built were not seen as affordable. Although, it 
can be argued, that the housing prices are high for there is high demand for housing in Hel-
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sinki and catering to this demand would be justified. These worries expressed can very well 
be real professional concerns regarding the living environments of Helsinkians. Although, the 
worry that Helsinki reaches to accumulate all of the growth of Greater Helsinki region within 
itself seems to be in contrast with these concerns. According to Veikko Eranti (2014: 4, 9-11), 
citizens have learned to argument in a way that officials are more likely to take their com-
plaints more seriously. Without wanting to question the good intentions of planning profes-
sionals any further, it would be interesting to investigate this phenomenon and examine if this 
type of argumentation occurs on the official level as well. 
 
Positive outcomes 
 
The planned boulevardizations have strengthened the communication between municipalities 
and legitimized existing organizations for cooperation, which can be seen as a positive out-
come. Also, the conflict process pushes the transition towards a new planning paradigm as the 
business as usual methods of planning start to lose their relevancy in the changing planning 
context. 
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8. CONCLUSIONS 
 
In a way, cities are the culmination points of human interaction and cooperation. But of 
course, if there is interaction and cooperation, there is also a solid seedbed for conflicts. Major 
cities and city-regions are often sources of wealth and fortune on the national level, which 
commonly compete on the global level as a result of globalization and neoliberal urban poli-
tics. The Greater Helsinki region is no exception. The new general plan of Helsinki acknowl-
edges the necessity of attracting growth as the city faces global competition. This setting is 
amplified by the fact that Helsinki is the sole major metropolis in Finland and acts as the 
“main gun” when attracting foreign direct investments, among other things. Of course, the 
competition is not solely global as Finnish city-regions compete against each other as well.  
 
There have been different reasons and methods for cities to implement removals of urban 
freeways. In Helsinki, the main reasons are to enable growth, increase local competitiveness 
and transform the regional transportation system into a more sustainable one by decreasing 
the level of car dependence. Helsinki tries to achieve sustainable development with these ac-
tions. As a prosperous post-industrial city, Helsinki has much to gain from removals, for the 
regional economy is not as reliant on heavy logistics as it perhaps has been earlier. Thus, the 
need for transportation infrastructure has changed. Helsinki has a prime chance to alleviate 
the deteriorating housing situation by creating developable land by removing some of its ur-
ban freeways and by this process steer regional growth within its borders.  
 
Although, growth machine theory is a rather simplified interpretation of local competition and 
governance and it has its shortcomings, it proves to have explanatory power regarding the 
situation and supplement the idea of city-regionalism when examining Greater Helsinki. 
There are also other models that can be used, such as the regime theory, if more thorough ex-
amination of the complex relations of different local actors and their mutual dependencies is 
needed. However, growth machine theory proved to be quite functional when studying the 
growth dynamics of the municipalities of the Greater Helsinki region and the effects of boule-
vardizations on the dynamics. The theory reveals the basic situation where different actors, in 
this case municipalities, strive to attract growth to the region together, but have conflicts of 
interest regarding the allocation of the local growth in a city-region. The boulevardizations 
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can be compared to the situation where municipalities would lobby for a new local rail con-
nection together as a region but compete internally over the precise alignment. Although in 
this case the growth is induced reversely by removing transportation infrastructure, which 
creates the conflict situation. 
 
According to the growth machine theory the commodification of places happens by the ac-
tions of the rentier class. The members of the class can be regarded as place entrepreneurs. 
Helsinki is by quirks of history the largest owner of land within its borders and thus acting 
also as a place entrepreneur amongst other interested parties. The mutual dynamics of the ren-
tier and resident classes and the valuations between trade value and use value in this case 
would be an interesting research topic, but in this thesis, I narrowed the scope down to munic-
ipalities and inter-municipal land-use conflicts. Nonetheless, the growth machine theory gives 
an interesting view to the local growth dynamics of Greater Helsinki region. In a way or an-
other, nearly every strategy or developmental action made by municipalities comes down to 
the fact that they need to attract and sustain growth. Arguably an inherent feature when oper-
ating in a capitalist economy, which is a system that requires endless economic growth in or-
der to be able to avert collapse. When examined through the growth machine theory and the 
neoliberalization of urban politics more or less all arguments against boulevardizations are 
made subordinate to the quest for local growth regardless how eloquently the arguments are 
put. 
 
By adding conflict theory to the mix the actions of the local actors, in this case municipalities 
and their officials, fit well to the frames constituted by the growth machine theory and city-
regionalism. Especially when the intrinsic interest conflicts that are associated with urban 
land parcels are taken into account. The search for the theoretically labeled interest conflicts, 
informational conflicts and value conflicts did bring up different types of conflicts that were 
categorized according to this frame. Accessibility issues as a political concern of growth and 
the lack of regionality in the boulevardization plans were prominent sources of interest con-
flict. From the lack of participation stemmed an informational conflicts. Especially the value 
conflicts seemed surprisingly essential in the conflict process when the conflicts between offi-
cials were examined. The earlier theorization over conflicts, especially regarding conflicts 
between officials acted as powerful frames to build my study upon. Overall, the categoriza-
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tion functioned well when summarizing the results of the analysis and provided explanatory 
aid during the examination. A notable process behind the boulevardization conflict, which I 
regard as a macro conflict, is the paradigm shift in urban planning that has occurred recently. 
This process has been pushed further by the recent planner generation change in Helsinki 
CPD. However, the ongoing conflict situation has turned out to been beneficial in some ex-
tent, as conflict situations sometimes are. It has strengthened the communication and further 
legitimized the existing cooperation organizations. In a bigger picture, Helsinki is seeking to 
achieve sustainable development and the boulevardization plans are a manifestation of this 
process. However, the theorization on sustainable development does not account for inter-
municipal disputes of growth and land-use inside a city-region. The growth machine theory 
and conflict theory shed a light on these city-regional conflicts. 
 
The communicative planning theory has shaped thoroughly the conventions of spatial plan-
ning in Finland. Interest differences are easier to mediate if the actors involved are participat-
ed in the planning process, suitably as early as possible. The municipalities involved could 
perhaps have been participated in the planning from the beginning more inclusively, which 
could have alleviated the emerged conflict situation. Now some of the interviewed represent-
ing the municipalities expressed feelings that the participation process had not been sufficient-
ly inclusive or that the municipalities were not addressed equally regarding the matter. Alt-
hough, in such conflict situation it is probable that no habermasian “mutual life-worlds” can-
not be found and the conflict should be addressed in an agonistic manner in which all differ-
ing opinions are bravely brought forth. Only when these different stances are acknowledged a 
mutually beneficial solution can arise from the strife. As the temporal aspect of the boule-
vardizations can affect notably the future growth of some of the surrounding municipalities, 
the further planning of boulevardizations should be done in an inclusive participatory and 
agonistic manner so that they are truly planned with a regional point of view in mind. 
 
 
8.1. Self-reflection  
 
The growth machine theory, city-regionalism and conflict theory was an interesting and justi-
fiable mix, which gave me leverage to examine the multifaceted growth dynamics of Greater 
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Helsinki region and how the boulevardizations might affect the setting. The results of the 
analysis fitted the framework built up with the used theories reasonably well and answered 
my research questions adequately. Retrospectively however, there are things that could have 
been done differently. First of all, the decision to narrow down the interviewed experts into 
urban planners or traffic planners did make it easier to keep the research process together. Yet 
including some local politicians and such to the list of interviewed experts might have made 
the collected data richer and given more nuanced opinions. Secondly, I could have received 
more useful data by conducting more interviews and including a planning expert from all of 
the surrounding municipalities to the list. There is however only limited amount of time and 
effort to put into a thesis, so the line needed to be drawn somewhere. Also, the progress of 
theorization regarding state-led city-regionalism suggests that it would be fruitful to examine 
the boulevardizations as a part of sustainable development emphasizing the aspect of city-
regionalism in the future.  
 
 
8.2. Possible further studies 
 
There are a few possible topics for further research regarding boulevardization related con-
flicts. In this thesis, all other actors than municipalities and their officials were narrowed out 
from the study. However, there is multiple other official and unofficial actors that are in-
volved in the process. This gives an opportunity to broaden the perspective on the complex 
rentier – resident relations of different parties that value exchange values and use values dif-
ferently. Additionally, there is the possibility of conducting a discourse analysis on the topic 
and scour through what media has said about boulevardizations and using other theories on 
power, such as the regime theory, rather than the growth machine theory in building the theo-
retical framework used would certainly bring new understanding to the power relations re-
garding this conflict process.  
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APPENDIX – Interview questions 
 
The thematic interviews were conducted as informal discussions. The interviews followed 
these themes/questions: 
 
 
• What is the history of the conflict situation? 
• What issues in the boulevardizations are central to your organization? 
• What issues are central to other involved parties? 
• In your opinion, what other parties are involved in the conflict situation? 
• How does the conflict situation end if your organizations opinions are not taken in ac-
count in the process? 
• What is the best reachable outcome, with or without negotiations? 
• What could be the alternatives for boulevardizations? 
• In your opinion, are there any positive outcomes in the process? 
 
